SHIPPING WORLD| 


A) ND SH IRBU i LOIN ( J MAR [ NE EN J IN 2 43 i. Vae 


VOL. CXXIV No. 3016 WEDNESDAY, APRIL 18, 1951 Price 1/6 


ct Hickersgill : 


BUILDERS OF SUCCESSFUL SHIPS U 


1838 — 1951 


M.V. “*Kypros *’ 5,000 tons, General Cargo Vessel for Moss Hutchison Line, Ltd. 


* ae "fan Driven 
a G efi erate od kessels of all ly pes 
@ Five Building Berths 


Capacity wp to eee in length. 
une ener ei sims) SUNDERLAND [elegrehic Agaress:7 














Shipping World \PRIL 18, 1951 


With a long pull and a strong pull!” 


. What a difference oil could have 
made. To-day it serves shipping of 
whatever size—petrol for the small 
outboard motor, diesel oil and fuel 
oil for anything from a launch to an 
ocean-going liner. All these products 

come from the oil well together in a 
greeny black mixture, sometimes bubbling 
with gas like soda-water. Patiently, skilfully, the 


refiner sorts them out. The Anglo-Iranian Oil Company has a 
Section of plant for 
separating gas from 
crude oil 


dozen refineries, spread over three continents, turning crude oil into 
scores of useful products. The oil formed by marine life in the distant 
past now returns to the sea, to be consumed in ships’ boilers and engines 

The International Bunkering facilities of the 
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Shipowners, Shipbuilders and Decorative Architects the world 
over know 


that G.E.C. specialists can be entrusted with complete schemes for 
lighting in ships of all types ; 


that facilities of very wide scope exist within the G.E.C. 
wganization for interpreting individual architect-designed 
lighting schemes ; 


that the unrivalled experience of G.E.C. specialists in the use of 
Tungsten, Cold Cathode and Hot Cathode Fluorescent lamps 
makes G.E.C. lighting equipment a natural choice for all ship 
lighting requirements. 


Illustrations show the new G.E.C. lighting in the First Class Library of 
the Q.T.E.V. ‘* Queen of Bermuda "’ by use of indirect Cold-Cathode 
lighting and Decorative Ceiling Fittings, installed during the recent 
reconditioning of the ship 


LIGHTING for SHIPS 





THE 


GENERAL 


ELECTRIC 


co. 


LTO.. 


MAGNET HOUSE, KINGSWAY, LONDON, W.C 


a 


i Ay ER EAE TS: 








The Shipping World \PRIL 18, 1951 


CNficient Castal Linecs = ia 











f 
- -——. —— a —————— — ——— nee 
mv ABERDON as cOa r ANC ~ cALebONIAN < DAS 7 Mv ORRE OLT vant ROK SSS 
— : pore Rarnnblictets a Sic’ 


ABERDEEN SCOTLAND 


Sntlilers a High ian Cal Cts 











S.E.M. sci 
OIL-OPERATED 
REVERSE- 
REDUCTION & 
OIL-OPERATED 
REVERSING 
MARINE GEARS 


for the Main Propulsion 
of all types of Ships 


MODERN WHEEL DRIVE LTD. 


iated with 
OIL-OPERATED GEARS “AND TRANSMISSIONS LTD. 


nical Offices: Lindo Lodge, Chesham. Bucks Works: Slough, Bucks. Telephone: Chesham 406/8. Telegrams: ‘‘ Oiloprated 














Lhe Shipping World 





We ee ee ee ee ee  ' 


Wothke ek Wak ‘he ek ae ‘tt te et 


peUrTT 


“ew 











JOHN BROWN 


* © Company Limited * * 











The works of Messrs5§ JOHN BROWN & CO., 
LTD., at CLYDEBANK, are well equipped 
for the construction of Passenger Liners and Cargo 
Vessels, Cross Channel Steamers, Oil Tankers, 
Reciprocating Machinery. Geared Steam Turbines 
and ‘Diesel Engines ; also Gas and Water Turbines, 
Pressure Vessels and Equipment for the Petrolenm 
Industry 


CLYDEBANK 
ENGINEERING AND SHIPBUILDING 


WORKS : 
CLYDEBANK, near GLASGOW. 





Registered Office: Atlas Works, Sheffield. Telephone No: Clydebank 2020 (10 lines) 





London Office: Telegraphic Address: 
8, The Sanctuary, Westminster, S.W.1. Shipyard Clydebank 
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LIVERPOOL 


ROAD, RAIL and CANAL connections with 
LANCASHIRE, YORKSHIRE andthe MID- 
LANDS. 
SHIPPING SERVICES to all 
WORLD. 

Enquiries to 


R. J. HODGES, General Manager & Secretary 
MERSEY DOCKS & HARBOUR BOARD 
DOCK OFFICE - - - - - LIVERPOOL 3 
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LON DON; 44/46, Leadenhall St., 1.0.3 Tel.; KOYal 7148 
BIRMINGHAM: 95, New Street Tel.: 


P. MiPland 237¢ 
LRADFORD:; Broadway Hse., Bank St. Tel.: 


Bradtord 25684 





























Atmospheric Silent Ash Hoist 
Operated from Stokehold floor 
Overtime unnecessary 
Ashes discharged by men on watch 


BLUNDELL & CROMPTON LTD. 


Engineers - Ship Repairers - Founders Coppersmiths 
Head Office and Works 
West India Dock Road, LIMEHOUSE, LONDON, E./4. 
Branch Works, Tilbury Oocks, Essex 


Telephone: EAST 3838(3 lines) Telegrams: “6iundell.” Phone: Londo 
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BRITISH POLAR ENGINES 


Phones :- GOVAN /24/-2°3. LIMITED $ Grams.- 8R/TPOLAR, GLASGOW. 
HELEN STREET, GOVAN, GLASGOW. 





Maintain good connections 


EDISWAN 
CABLES 


THE EDISON SWAN ELECTRIC CO. LTD., 155 CHARING CROSS ROAD, LONDON, W.C.2 
Member 4.F.1. Group of Compar Cable Works : Lydbrook, Gloucestershir 
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BOILERS 


very high proportion of the World’s mercantile 
A and naval vessels are equipped with BABCOCK 
marine boilers and the name BABCOCK has long 
been a byword for quality in steam raising plant, 
both at sea and on land. 


The modern BABCOCK boiler is the result of 
over 75 years of engineering development, based 
on progressive research and 
a vast practical experience 
of boiler performance 
under seagoing conditions 
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THE SHIPPING WORLD 


A BLIND EYE ON THE ISLANDERS’ SHIPS 


Mr. HucGu Garrskett had perhaps a more difficult 
task in framing his Budget than any previous Chan- 
cellor of the Exchequer. Judged as an attempt at 
preserving the support of the electorate for the Socialist 
party, the Budget may be said to be a success. On the 
other hand, from the point of view of industry and 
defence, the Budget is a complete failure with serious 
implications on the country’s future. It ignores every 
warning given by leading members of almost every 
industry, not excluding shipping and shipbuilding, 
during the past year or two. It has been demon- 
strated that when it suits its purpose the present 
Government has no hesitation in emulating Nelson 
in using a blind eye to survey a situation. And 
Ministers close their eyes to the truth that we live in 
an island and must have ships in order to work and 
live, and, if necessary, fight. 

The principal factors which will adversely affect the 
whole of British industry are the increase in taxation 
on distributed profits, the suspension of initial allow- 
ances on capital investment, such as ships, the raising 
of income tax and increased taxes on motor cars and 
petrol. These factors are, of course, general inflictions 
on industry as a whole, including shipping, shipbuild- 
ing, marine engineering and repairing, but the justi- 
fiable complain of these interests must remain. Yet 
another Chancellor has demonstrated his inability to 
understand the maritime industries, with the conse- 
quent refusal to admit that shipping and its associated 
activities must inevitably be treated as special cases 
for consideration. There are reasons enough for doing 
so at a time of real peace in the world, but with the 
experience of two World Wars, and at a time like the 
present when we must rearm to avoid a further con- 
flict, it is difficult to understand this persistent refusal 
to make our fiscal policy appropriate to the necessity 
of remaining a leading maritime power. To ensure 
the continuance of the British merchant fleet at a high 
level of efficiency, three main factors are required. 
The first is a reduction in income and profits taxation 
so that shipping companies may retain more of their 
own earnings in order to replace their obsolete vessels 
in due time. No such reduction has been given; in 


fact, income tax has been increased. The second con- 


Current 


Raw Materials and Shipping 


THE EXISTING shortage of raw materials is generally 
accepted as a serious threat to industrial production, 
and as a possible limiting factor in rearmament pro- 
grammes. Various aspects of this problem are discussed 
in the current issue of Steel News, distributed by the 
British Iron & Steel Federation. One of the vital raw 
materials used in making steel is, of course, scrap, of 
which more than 10,000,000 tons were used last year 
to produce the British steel industry’s record output. 


sideration, which also applies to other industries, is 
that the investor should be given every encouragement 
during a time of high building costs to take up shipping 
and shipbuilding shares and, dependent on success in 
an internationally competitive market, be allowed to 
share substantially in any prosperity just as he must, 
in any case, share the results of lack of success. The 
increased taxation on distributed profits can only serve 
to discourage investors in all industries. 


Final proof is provided, if it were needed, that the 
present Government has no appreciation of maritime 
affairs by the short-sighted decision to suspend the 40 
per cent initial allowance for capital investment on 
machinery and plant. The measure has been applied 
to all industries and will come into effect on April 6, 
1952. There is no justification for such a measure, and 
its general application ignores the recommendation of 
the Tucker Committee on the Taxation of Trading 
Profits, which suggested that initial allowances should 
vary according to the types of capital investment and 
gave as an example the fact that ships had increased in 
price to a greater extent than some other types of plant. 
It will be seen, therefore, that not only is the suspension 
of the initial allowance wrong during a period of high 
costs, but it ignores the fact that as ships are produced 
at the end of an assembly involving practically every 
industry, the decision is particularly unfair in relation 
to shipping. Such measures as increased cost of road 
transport and decreased incentives for executives, both 
resulting from the Budget, do after all affect the whole 
of industry. The plain fact is, however, that unless 
some government admits that the maritime industries 
form a special group, competition from abroad, where 
taxation is framed to suit these industries, will have 
its inevitable effect. Perhaps the Chancellor can cor- 
rect the situation by including shipping and shipbuild- 
ing among those undertakings engaged in rearmament, 
for which, he said, measures would be taken to ensure 
that additions to equipment were provided. A ship 
is an economic and defensive weapon of paramount 
importance. That point, it may be hoped, will be 
emphasised during the discussion on the Budget 
proposals. 


Events 


The shortage of coal is a problem, not because there 
is a lack of direct supphes so much as_ indirectly 
through the country’s inability to use coal exports 
as a quid pro quo for iron ore imports, and because 
the importation of coal from the United States has 
resulted in serious competition for the available 
shipping. Overshadowing all the steel industry’s 
difficulties in raw materials supply, in fact, is the 
current shipping shortage. Each attempt to improve 
the general raw materials crisis by meeting a particular 
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deficiency in one part of the world almost inevitably 
has its repercussions on the normal movements of raw 
materials. The industry needs to import some 9,000,000 
tons of iron ore yearly into the United Kingdom, but 
this movement has been * bedevilled "’ by the recent 
disturbances in the tramp market, set in motion by 
the Korean war and continued by the sudden demand 
for Black Sea grain and American coal, and now 
intensified by the urgent need of American grain in 
India. The comment ts aptly made that apart from 
the fact that there is a shortage of the types and 
tonnages of vessels required flor specific purposes, the 
world’s shipping tonnage might well be adequate to 
the task in hand if it were possible for the normal 
operations of chartering without haste to take place. 


Initial Depreciation Allowances 


Tue full application of the Chancellor’s decision to 
suspend the initial depreciation allowance on plant and 
machinery will not be known tintil the Finance Bill bas 
heen debated and become law; but the Budget speech 
contained an assurance that production departments 
would take measures to ensure that suspension would not 
hamper the purchase of necessary equipment by undei 
takings engaged in rearmament programmes. This des 
cription certainly fits our merchant fleets, which are 
bringing home the vital raw. materials, such as_ oil, 
ore and food, without which rearmament ts impossible. 
The growing strength of British merchant shipping its, 
in fact, an important part of our rearmament. British 
shipowners have undertaken a tremendous programme 
which will keep the shipyards busy for years construct 
ing highly efficient tankers and dry-cargo vessels. To 
irrange the financing of these enterprises was a bold 
indertaking in view of the immense cost of construc 
tion. Owners relied on the permission to earn, free of 
tax, up to 0 per cent ol their new outlay with the 
opportunity granted to them by the present high level 
of freights. The initial depreciation allowance was not, 
of course, any more than a postponement of the liability 
to pay a part of the tax. They took the risk of the 
incertain future when the depreciation allowance would 
have heen wiped off after 12) years instead of 20. 
According to Mr. Gaitskell’s provision, owners may 
have to go to the banks to make good the unbalance 


of their calculations: some of them will, therefore, 


remember their harrowing visits to bank managers in 
It is presumed, laut 


the depression between the wars. 
no one seems to ve sure, that an owner, instead of 
paying by instalments between contract and compl 
tion, will be allowed to pay as much of the total cost 
is he likes, or can ratse, before April > next. Tl 

will enable at any rate those owners whose orders have 
already been placed to benefit by the year’s notice of 
suspension. A result of removal of the initial deprecia 
tion allowance will probably be a change to foreign 
flags in the case of some vessels building or on ordet 
which would have been British for the sake of the 
taxation advantage. British shipbuilders may also have 
to look abroad for an increased proportion of future 
orders by reason of the more favourable taxation 
illowances granted to foreign owners by their Govern 
ments, 


A Safe Financial Policy 


Mr. J. W. Exniorr, chairman of Swan, Hunter & 
Wigham Richardson, Ltd., makes it quite clear why, 
in spite of the handsome earnings cover for the 1950 
distribution, it was no more than maintained at 16 
per cent. He refers once more to the group’s pro 
gramme of reconstruction. This is not yet completed 
and, indeed, group capital commitments amounted to 
£376,000 on December 31. There are, of course, other 
good reasons for a conservation of resources. The 
outgoings ire excessive; the 

to the Inland Revenue at the vear-end, 
from the future tax provision of £636,000. There 


group was owing 


is a ‘‘ work in progress *’ total of nearly £€11,000,000 
to be financed, an onerous task, though one lightened 
considerably by payments on account. It is thus en 
couraging that the liquid funds of the group are sub 
stantial. Of current assets amounting to £€10,836,000 
on Devember 31, cash holdings contributed £4,678,000, 
gritish Securities £1,193,000 and tax certificates and 
Gilts £1,623,000 The strength of the liquid position 
is comfortably matched by the robustness of the reserves 
total. That was £6,616,000, including €4,038,000 held 
in the general account and €1,176.000 earmarked for 
replacements and special repairs. But, sound as is the 
financial position at all vital points, the need for a 
conservative distribution policy remains. Though oil 
tankers still predominate in the yards, the group has 
a wide spread of work covering passenger, refrigerated 
and dry cargo ships, cargo liners, propelling machinery 
and vessels of war. The ship repairing establishments 
ire also profitably occupied. Consolidated trading 
profits declined in’ the year under review from 

321,000 to £€2,115,000. Net profit was £844,000, 
against £957,000, and provided more than five-fold 
cover for the dividend and cash bonus after charging 
the £20,000 transfer to the staff pensions account. 


Taxation and Replacement 


THE REMARKS of Mr. Elliott on the effect of high 
taxation on industrial efficiency have been rendered 
more timely, rather than less timely, by the check on 
replacement which the new Budget imposes. As chair 
man of one of the outstanding groups in the maritime 
industries, he can take a more informed view of the 
consequences of the present fiscal policy which the 
Government has adopted than Ministers in Whitehall. 
Under the new Budget undistributed profits will be 
taxed at an even higher rate about 4s. 9d. in the ¢ 

than when this industrial leader was discussing the 
problem in his annual statement to the shareholders of 
this company, which is engaged in great reconstruction 
schemes not only at the Wallsend shipyard, but at the 
associated establishment of Barclay. Curle & Co., Ltd., 
on the Clyde. Mr. Elliott declared, as other chairmen 
have done in recent months, that for many years now 
industry had been steadily drained of the financial 
resources which were esst ntial for purposes of re-equip 
ment and modernisation. He added the cautionary 
words that unless the basis of taxation was modified 
so as to afford some measure of relief in the case of 
profits retained and so applied, serious difficulties 
would arise in the future when industry had to find 
the capital necessary to finance the projects upon which 
its existence depended. There is no indication in his 
Budget speech that Mr. Gaitskell has read any of the 
speeches of warning of industrial leaders in_ recent 
His proposals which are now to be discussed 
in the House of Commons and, we trust, severely 
criticised, will make far more difficult the task of firms 
Better 
plants and better ships are necessary if we are to com 


essfully in the world markets. 


months. 


who are anxious to increase their efficiency. 


pete suce 


‘« Planning by Taxation ”’ 


Mvucu interest was aroused on the North-East Coast 
by Lord Eustace Perey’s presidential address at the 
innual meeting of the North of England Shipowners’ 
Association. It has been Lord Percy’s practice to use 
this occasion to discuss some of the more fundamental 
economic or political problems which affect everyone 
engaged in wrade or industry, and he chose for kis 
subject) the question of the fitness of British Parlia 
mentarians today to conduct what is generally called 
‘* the planned economy ”’. He referred to the growing 
tendency of the executive to escape the vigilence of 
Parliament, and mentioned the prevalent uneasiness in 
the country about how many first-class administrative 
blunders are being committed in’ the nationalised 
industries without ever emerging out of the secretive 
ness of these industries. The whole licensing system, 
whether for building or for the importation or use of 
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controlled materials, sinned against the idea of general 
law and the tendency of recent Governments has been 
to administer the system so indiscriminately as to 
defeat the aims of a planned economy. One way, of 
ourse, would he to repress all individual enterprise 
as unnecessary the Marxian sclution, but he thought 
the form of planniag to which we were now becoming 
committed in this country could best be described as 
* planning by taxation ’’. There could be no doubt, 
he said, that to seme extent and over some fields of 
national life we were committed to some measure of 
Government planning and we were ‘ never likely to 
return to a system of private enterprise as free as that 
which we fumblingly tried to restore in the period 
between the wars’. But the question as to how 
much freedom we could afford to surrender to the 
demands of planning was primarily a_ political, not an 
economic, question. The answer depended on the value 
we put on principles of Parliamentary government. At 
present those principles, he said, and the whole frame 
work of constitutional government, were in danger, 
because we were setting it tasks which it could not 
efficiently discharge. It could, he believed, efficiently 
discharge the degree of planning essential to the main 
tenance of the so-called Welfare State, but we must 
define just what Government planning is essential to 
that purpose and confine our planned economy within 
those limits, and the definition of those limits was the 
first task of every judicious planner in a free country. 


Shipping’s Ups and Downs 


A point to be borne in mind by the recipients of 
shipping company reports covering the calendar year 
1950 is that in the first half of that period, freight rates 
were generally unremunerative against a background of 
rising costs. It was only in the later months that rates 
hegan to rise following the outbreak of war in Korea 
and the consequent increase in traflic due to rearma 
ment and stockpiling. Indeed the Currie Line, whose 
1950 report is now available, had at one time to lay 
up tonnage. In all, the company did well to increase 
its trading profits by some £6,000 to £36,000, after 
depreciation charges of unstated amount. Net profit 
was £34,000, a sum which amply covers the £29,000 net 
cost of the dividend of 17§ per cent (against 15 per 
cent) on the one-class capital of £300,000. The receipts 
are fortified by the bringing in of a tax credit of 
£138,000, of which £100,000 is transferred to the fleet 
replacement reserve. That now amounts to £401,000 in 
a reserves aggregate which, at £1,249,000, is more than 
three times the issued capital. Current assets of 
£846,000 house £178,000 in cash and £407,000 in quoted 
securities; they exceed current liabilities and provisions 
hy £112,000. The liquid position is thus satisfactory. 
The book value of the fleet at December 31) was 
£1,276,000. Since the close of the year certain of the 
older vessels have been sold, and the board has under 
active consideration the replacement of these by more 
economic craft. The company has a broadly based 
trade which covers, inter alia, the Baltic routes. In 
consequence, it is much concerned in the activities of 
the Timber Control, whose ineptitudes are strongly 
criticised by the chairman, Mr. W. Charles Norton. He 
would have the Control, whose behaviour he describes 
as not unlike that of a ‘* spoilt child,’’ disbanded. Its 
record, like that of many similar undertakings which 
our ideological Ministers continue to keep in operation, 
is certainly not one for satisfaction. Mr. Norton also 
draws pointed attention to the fiscal injustice which is 
preventing the shipping industry from accumulating 
sufficient funds for replacement and modernisation. 


Cargo Liner Electrics 


IN THE paper which he read last week to the Institute 
of Marine Engineers (The Electrical Machinery in a 
Cargo Liner), Mr. J. B. Peacock touched on a_ wide 
selection of the practical aspects involved in the design 
of electrical installations for cargo liners. He dis 
missed the possibility of employing alternating current 
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more cursorily than its advocates would like. While 
his conclusion on this matter may well be correct, the 
reasoning that he advanced to prove it was perhaps not 
altogether convincing. But his analysis of the elec 
trical load of a cargo ship in harbour showed well the 
importance of the cargo winches as consumers of current 
in ships of this type; when in full operation, the winches 
account for almost half the total current consumption 
in harbour. Mr. Peacock has been able to draw upon 
the wealth of experience which his firm, Alfred Holt & 
Company, has accumulated in the running of cargo 
ships, often in the trying conditions of the tropics, and 
the opinions that he expressed will be read with res 
pect. An interesting example of the way in which 
choice between two competing types of equipment may 
often be made is given in his description of the types 
of cabling employed under different circumstances. For 
one application, the two types of cable most suitable 
are those with paper and with varnished cambric insu- 
lation. In one case, the cable is rather more expen 
sive: in the other, the work of installation is more 
difficult and jointing costs more. The financial advan 
tage is thus determined by the length of cable runs 
and the number of joints to be made in any particular 
ship. In one instance quoted by Mr. Peacock, the two 
worked out to almost exactly the same cost. ‘* Under 
such circumstances the normal tendency would 
probably be to select the varnished cambric cable, but 
the experience in a fleet of ships over the past 25 years 
with paper insulated cable has been so satisfactory that 
the decision was made to continue with that type.” 
The moral which should be drawn by sub-contracting 
firms with new products to offer is that the shipowner, 
quite rightly, will refuse to give up types of equipment 
which have proved satisfactory in practice until he can 
see a definite advantage in changing. 


Profitable Research 


REFERENCE has been made in past issues of THE 
SHIPPING WorLD to the wide scope of the activities of 
the British Shipbuilding Research Association, and the 
probable benefits which may accrue from research into 
subjects other than those which obviously fall within 
the province of such an organisation. It 1s known, for 
example, that the work of the Association in such sub 
jects as ship strength, resistance and propulsion, marine 
engineering and. stability will be of great assistance 
to the shipping and shipbuilding industries, as has 
already been demonstrated, but a recent paper on 
working conditions in the engine rooms of ships shows 
that modern methods of research and experiment can 
be of sociological as well as technical value. The work 
ing conditions in ships are no longer a matter for the 
local superintendent, nor are they limited to considera 
tions of whether the fifth engineer has an upholstered 
settee or a slatted wooden seat. The plain fact is that 
there has been a drift from the sea, as the standard of 
life has apparently risen on shore, and this is some 
thing which affects the whole of the industry. Papers 
such as that given by Messrs. S. A. M. Davidson and 
M. Fishenden before the North East Coast Institution 
of Engineers & Shipbuilders last Friday, therefore, 
serve a most useful purpose in providing data for ship 
owners and builders. The aim of the work described 
in the paper, which has been carried out by the 
B.S.R.A. during the past four years, is the improve 
ment of environmental conditions in ships’ machinery 
spaces. This subject has always been of great  im- 
portance, and the wise shipowner has for long realised 
that good engineroom conditions not only enable en 
gineers and staffs to work better, but to avoid accidents 
more easily than when men are overheated and ex 
hausted. The increased power and speed of most 
modern ships has drawn even more attention than 
before to the matter. The B.S.R.A. undertook a 
survey of conditions in 25 ocean-going ships, of which 
two were cross-channel vessels, both wet and dry-bulb 
temperatures being measured on the bridge and in five 
selected positions in the engine room over some three 
or four months, at sea and in port. The vessels 
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included five diesel-driven types, two with steam 
reciprocating machinery, and eight  turbine-driven 
steamships. The results are worthy of note. 


Improvements in Turbine Engine Rooms 


Arrer a survey of literature on heat and humidity 
effects upon working conditions, it was decided that the 
desirable maximum environmental conditions which 
should not be exceeded in machinery spaces were repre 
sented by a wet bulb temperature of 85 deg. F. in 
engine and mechanically fired boiler rooms, while for 
manual firing the temperature should not exceed 80 
deg. F. It is also noted that ih diesel ships the primary 
working hazard may not be high wet bulb temperatures 
but pollution of the air by oil fumes. For four of the 
diesel ships considered, with an outside wet bulb tem 
perature of 80 deg. F., the inside temperatures were 
below 85 deg. F. in most positions, being exceeded 
usually only at main engine upper platforms and 
auxiliary boiler firing platforms. If the diesel-engined 
ships considered may be taken as typical of such pro 
pulsion, it was thought that inside conditions were 
passable on the whole, even for the maximum outside 
wet bulb temperatures encountered in normal service. 
The interesting aspect of the experiments on steam 
reciprocating ships was that the type with a combined 
engine and boiler room was much cooler than that with 
separate engine and boiler rooms, though other fac 
tors may have influenced the ‘results. It was thought 
that more detailed investigation was required for ships 
of this kind. In the steam turbine driven ships, for 
an outside wet bulb temperature of 80 deg. F., read 
ings at manceuvring and lower platforms were generally 
about 85 deg. F., the highest readings normally being 
obtained adjacent to the steam-driven generators, be 
tween the main turbine units and at high platform 
levels. The increase in the wet bulb temperature of 
air passing through the machinery spaces was thought 
to be due to it picking up moisture from steam leaks and 
from passing over hot surfaces. Further tests were 
carried out on 13 turbine-driven ships where care had 
been taken to reduce moisture escapes, improve insu 
lation of hot surfaces, and increase ventilating air 
quantity. The results have shown what can be achieved 
in this direction, considerable reductions in wet bulb 
temperatures being recorded. 


Experimental Tank at Genoa 


THE WORK of modernising the ship experimental tank 
at Genoa, which has been in hand for some time, is 
nearing completion. The old tank, owned and run by 
the Istituto di Architettura Navale (Naval Architec 
ture Institute) has been in commission since 1946. Its 
length is 157 ft. 5 in., its width 9 ft. 2 in., and its 
depth 5 ft. 3 in., while its water level is 
3 ft. 11 in. above the bottom. Since 1916, 16 
models have been tested, 39 of them being of mechani 
cally propelled vessels and seven of sailing vessels. The 
enlarged tank now building is claimed to be the world’s 
largest closed-circuit testing tank with free flow of 
water. The most important feature of the new tank is 
that the models will not move. Tests and measurements 
are to be carried out by means of the flow of the water 
(varying to conform with the different conditions) and 
the relative reactions of the models, which will be 
kept stationary. The pew installations will enable 
tests with large-size models to be carried out without 
difficulty, with or without propellers. Currents of air 
of varying intensities, reproducing the various wind 
forces which occur on the high seas, will be produced 
in connection with tests of models of sailing ships. It 
is believed that the work will be completed before the 
end of the first half of this year. 


The Growing Cost of Warships 


THE DESTROYER Duchess, which was launched last 
week by Lady Mountbatten from the Woolston yard 
of John Il. Thornycroft & Co., Ltd., is the seventh to 
be launched of the eight vessels of the Daring class. 
Speaking at the luncheon following the launch, Lord 
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Mountbatten pointed out that for the cost of the 
Duchess—£1} million—a Dreadnought battleship could 
have been built before the First World War. While 
this increase in warship costs is in part accounted for 
by the falling value of money, it is to no small extent 
due to the complexity of the equipment that now has 
to be fitted into a warship. At the launch of an earlier 
ship of the class, the Controller of the Navy stated that 
the Darings would be the last true destroyers, and that 
future ships of this class would come into the category 
of frigates. At the time it was generally imagined that 
the ships that would be built would be very consider- 
ably cheaper, but apparently the more expensive of 
the two types of frigate now being built will cost £14 
million apiece, so the saving will not be so very exten- 
sive. A simpler type, however, is also to be built, and 
the cost of these will be much less, in the region of 
£500,000. This is about the price of the later frigates 
built in the last war. It is this simpler type of frigate 
which it is intended to build in large numbers in the 
event of another war, with the more expensive ships 
being used principally as leaders. No doubt the 
Admiralty would like to plan for the mass building of 
the better quality ships, but it would clearly absorb 
too large a proportion of the country’s productive 
capacity. 


March Casualties 


THE MONTHLY casualty returns of the Liverpool 
Underwriters’ Association show that March, like 
January and February of this year, was a bad month 
for marine underwriters. In all, 722 casualties to vessels 
of 500 tons gross and upward were entered in the 
Association’s Book during the month, compared with 
625 in March 1950, 718 in March 1949 and 739 in March 
1948. It is as if the pendulum of !ncreasing casualties 
of the postwar period had started on the return swing 
late in 1948; had failed to traverse its full are; and 
had again reversed its course from the segment of the 
half circle which it reached at the end of last year. In 
March cases of machinery damage were most numerous, 
totalling 159, but no instance of a lost propeller in a 
Liberty ship or otherwise is recorded. Collisions, 139 
in number, come next, suggesting bad visibility due 
to thick weather, around Northern European coasts at 
any rate. This theory is partly borne out by the 112 
cases of heavy weather _ recorded. Strandings 
accounted for 94 entries, fires and explosions for 37, 
four vessels were reported to have foundered and there 
were no mine casualties. The total is made up by 187 
‘* Other Casualties,’ and while it may seem strange 
that there should be so many maritime accidents which 
do not come within the scope of the Association’s 
classification, it is also true that none of these un- 
classified casualties fits in with the headings under 
which the perils of the seas are listed, and no satis- 
factory means of increasing those headings has as yet 
been evolved. In March eight steam and motor vessels 
aggregating 24,702 tons gross were totally lost, com- 
pared with seven vessels aggregating 23,044 tons gross 
lost in March 1950 and 11 vessels aggregating 22,414 
tons gross, totally lost in March 1949. March’s losses 
were, therefore, about average for the last three years. 





SAYINGS OF THE WEEK 
THE NEED FOR GREATER OUTPUT 
** In existing circumstances, with shortages of manpower and raw 
materials, our present austerities can only be mitigated by each of 
us, according to his opportunity, giving where possible better 
service in defence, for export and in the provision of our daily needs, 
that is by even greater output.’’"—Sir Vernon Thomson, chairman of 
the Union-Castle Mail Steamship Co., Ltd. 


THE BUDGET AND INDUSTRIAL FINANCES 


** When, as is the case at present, sums put to reserve are 
subject not only to a high rate of income-tax, but to profits tax as 
well, and when replacement costs are rapidly rising, the 
effect of taxation in its present form is very much that of a 
levy on industrial capital and the ratio of industrial saving to ex- 
penditure is reduced.’’—Sir Robert Sinclair, retiring president of the 
Federation of British Industries. 
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ON THE “BALTIC” 


TIMBER CHARTERERS MUST COMPETE WITH MEDITERRANEAN 


By BALTRADER 


Ore, phosphate and pyrites continue to pay high rates 
of freight for loading in the Mediterranean and South 
Spain. This has not caused an easing of the outward 
market for carriage of coal from the near Continent to 
the Mediterranean. On the contrary, recent fixtures 
from Rotterdam to West Italy show an advance of 
7s. 6d. or more in comparison with recent business. 
The supply of shipping normally available for 
Mediterranean trading has for months been affected by 
the direction of a proportion of Scandinavian vessels 
by their Governments to carry American coal to their 
home ports. The significance of the strength and 
activity of the Mediterranean market is that the Baltic 
and White Sea timber season will shortly open. Almost 
two million standards of deals, battens and boards are 
expected to be imported from Sweden, Finland and 
Russia to this country. It may be expected that strong 
competition will develop between the timber importers 
of Great Britain and the Continent and the charterers 
who want plenty of shipping in the Mediterranean trade. 
The Timber Control is in the market for tonnage to 
bring timber from Leningrad and the White Sea, and 
full rates will have to be paid for this employment. 
The Russian Government also has for some time sought 
ships on time charter for the Baltic and White Sea 
and also the Kara Sea trade. 
Conditions at Russian Ports 


British owners have since the early 1920's been 
willing supporters of the Russian time charter pro 
grammes of each summer season; but these charterers 
cannot be surprised at the present reluctance to enter 
tain their proposals on the part of our shipowners. The 
latter only desire to trade in peace and quiet on a basis 
of mutual respect and friendship. They like their 
vessels to be welcomed at foreign ports and their crews 
to be treated as guests and not confined to their ships 
or dogged as undesirable aliens when allowed ashore. 
A change of policy at Russian ports would go some way 
to encourage the expansion and greater profit of trade 
with the outer world. The Russians are a friendly lot, 
but their natural good humour is forbidden expression 
by the Russian authorities. 

Shipping will be noticeably affected by the dwindling 
production of American sulphur. It is absolutely 
necessary to maintain the import of sulphuric acid to 
Great Britain and the other European countries; 
America also will increasingly be an importer of pyrites 
from which sulphuric acid is extracted. The prospects, 
therefore, favour a great increase in shipments of 
pyrites from Huelva and Cyprus as soon as the sul- 
phuric acid works in this country and elsewhere have 
been able to change over to extraction from pyrites 
instead of from raw sulphur. It will probably take 
a year to effect the change, which is of a drastic nature 
and has to be carried out piecemeal in order to inter- 
fere as little as possible with output. The pyrites 
trade from Huelva calls for handy or medium sized 
tonnage as the port, and its approaches, will not accom 
modate the standard 10,000 tons vessels of today. 
Eventually many American works are likely to be con 
verted a second time; they used pyrites before the war, 
as was evidenced by the frequent chartering of 8,000- 
tonners from Huelva to the United States. During the 
war, however, they had to be converted at great expense 
to extract from American sulphur owing to absence of 
shipping facilities. 

While the excitement has subsided in the American 
coal trade to Europe, there is plenty of business offering 
and not much unfixed tonnage in sight, at any rate 
for early loading. Sugar cargoes from Cuba and San 
Domingo are workable for various destinations, and 
charterers are much interested in tonnage to load grain 
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in Montreal for this side. The Ministry of Food has for 
weeks been trying to obtain tonnage for wheat from 
the St. Lawrence to the United Kingdom at less than 
the rate which owners were asking, namely 22s. 6d. 
per quarter; but several fixtures at this rate were 
finally arranged last week. Delays in U.K. ports are 
and will probably continue to be a cause of short ton- 
nage supply. The North Pacific market is quiet and 
there is likely to be a good deal of tonnage available 
in the Far East during the next month; but this will 
probably be needed for the many cargoes offering for 
transport to Europe and between ports in the East, 
such as ore from India and Malaya to Japan. 
Australia is chartering steadily for grain to various 
destinations. South Africa is short of tonnage, and 
rates for coal to Europe and the Red Sea are firm. The 
Plate market is still of small importance, although a 
little more interest has been shown by charterers in 
the past week. 
The$Freight Markets 


North American chartering has been active, with 
more business arranged for coal than in the previous 
week. St. Lawrence grain fixtures to the United 
Kingdom have been an important feature of the 
market. Fixtures for coal from Hampton Roads 
include: 3 voyages to Eire at $11.50 for first and 
$11.00 for subsequent voyages, commencing June; 3 
voyages to Antwerp or Rotterdam, $11.25, commencing 
May; single voyages to Antwerp or Rotterdam at 
$13.50 April and at $13.15 May, both with option of 
Hamburg at 50 cents more. The Ministry of Food has 
taken at least a dozen ships for grain from St. 
Lawrence to the United Kingdom at 22s. 6d. per 
quarter for May, June and July loading. Several May 
vessels have been taken for — from Cuba at 155s. 
Both sides of the Pacific have been quiet, but Australian 
grain chartering has been active. Fixtures include: 
Farningham, 8,800 tons, West Australia, Victoria or 
New South Wales to Antwerp-Hamburg range, 
166s. 3d., bulk ex silo, June 15/August 15; Brockley- 
moor, 9,300 tons, West Australia to U.K., 153s. 9d., 
bulk ex silo, August 20/October 20; Hui Chiao, 8,500, 
162s. 6d., flour in bags, Eastern States Australia to 
Egypt, July. The strongest market of the week has 
been for coal from South Africa to Europe. The Agios 
Spyridon, 6,000 tons, 10 per cent, is fixed from Durban 
to Copenhagen at 167s. 6d., April 25/May 15, and the 
Frumenton from Lourenco Marques to Genoa or Savona 
at 130s., May/June. 

Not many time charter fixtures have been arranged: 
Michalakis, 10,667 d.w., 475,000 feet bale, 11 knots on 
25 tons oil, is chartered for an Australian round voyage 
at 42s. 6d. per month, delivery Hamburg end April. 
The Danybryn, 9,950 d.w., 530,000 feet bale, 10 knots 
on 17 tons oil has been fixed for two West African 
rounds at 45s., delivery Tyne in May. 


Air Charter Business 


Inquiry for movement of ships’ crews has been satis- 
factory, especially for the service of vessels in the Far 
East. A number of aircraft have recently been char- 
tered to carry wool to Sweden in order to anticipate 
the suspension of import licences. Movement of freight 
and passengers by air to the Far East continues to 
occupy a number of charter planes. The Airbrokers’ 
Association is proving its value to members by 
assistance in extending the scope of air charter opera- 
tions. The recent meeting of the Association attended 
by representatives of the most important British and 
foreign charter operators and airlines was a_ useful 
occasion in which to discover and further mutual 
interests. 
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COAL AND OIL 


TANKER RATE AWARD 


A NEW tanker rate award has been made by the London 
Tanker Brokers’ Panel. The time charter rate as 
applicable on April 1, for diesel tonnage of 12,000 tons 
deadweight, having a speed of 11 knots on 13 tons of 
oil, for a period of two years, was awarded at 39s. per 
d.w. ton per month. Although the existence of the 
panel was publicly announced] for the first time quite 
recently, the first of its six-monthly awards was made 
in April, 1949. Since then the awards have been as 
follows: 

PERIOD Rate PER D.W. TON PER MONTH 
April, 1949-September, 1949 I8s. 6d. 
October, 1949-March, 1950 18s. 6d. 
April, 1950 September, 1950 18s. 3d. 
October, 1950-March, 1951 30s. 
April, 1921-September, 1951 39s. 

The accompanying chart, prepared by the Petroleum 
Press Bureau, shows the monthly average of vovage 
charter rates for the trip from the U.S. Gulf to the 
U.K. compared with the rates calculated on the basis 
of the Panel awards. The latest rate, which is not in 
corporated, would show a rise in rate from 56s, 3d. to 
70s. 3d. for that particular voyage. Although the 
awards of the Panel provide an equitable basis on which 
any time charter rates which it is not desired should 
follow the extremes of the chartering market may be 
calculated, its primary purpose is for inter-company 
chartering within the oi] industry. 
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South African Coal Exports Growing 


THERE was a rise of 31 per cent in the total exports 
of coal from South Africa in 1950, compared with the 
previous year. Figures issued by the South African 
Department of Mines give the year’s figure at 2,689,975 
tons, as against 2,048,937 for 1949. The improvement 
in coal exports noted during last year was well main 
tained in December. After rising from 236,500 tons in 
October to about 251,000 tons in November, there was 
a further gain to 268,000 tons in December. The value 
of the sales was £14,838,750. In 1949 the value at the 
pit-mouth was £10,157,869. The rise in value last year 
reflected the increased tonnage sold, the higher price, 


and to some extent, the different basis of valuation. 
While the tonnage of exports was little more than one- 
tenth of the local sales tonnage, the value of exports 
was considerably more than half the value of loca! sales. 
The figures were £5,422,362 f.o.b. realised for the 
2,690,975 tons exported, against £8,469,550  f.o.r. 
received for the 25,677,748 tons sold locally. In addi- 
tion, 427,388 tons of bunker coal were sold for 
£946,838 f.a.s. 


Submarine Pipeline in Iceland 


THE FIRST submarine pipeline ever to be laid off the 
Icelandic coast was recently put into operation at Shell’s 
oil storage depot at Skerjafjord, in the south-west corner 
of the country. Used for the discharge of petroleum 
products from visiting ocean-going tankers, which are 
prevented by shallow water from approaching nearer 
than 700 ft. to the 1,000 ft. long oil pier, it replaces a 
floating pipeline which had done service for the past 
23 years. The floating line had two disadvantages. 
Considerable work was involved in running it out and 
bringing it back every time a tanker discharged its 
cargo, and it was often in danger in bad weather, parti- 
cularly in winter when there was ice on the fjord. The 
new submarine line will not onlv ensure a more efficient 
oil supply service to Skerjafjord but will treble the rate 
of discharge to 300 tons an hour, instead of 100 tons as 
previously. The submarine pipeline is 8 in. in diameter 
and about 800 ft. long. It arrived from the U.K. in 27 
sections, protected with asphalt coating. The sections 
were welded together ashore into one complete line 
which was then towed out on the high tide, filled with 
sea water and sunk to the sea-bed in its permanent 
position. Heavy submarine type rubber hoses are fitted 
to the sea end of the line and fastened at the closing 
flange end to a marker buoy. When a tanker arrives 
it merely has to pick up this end hose from the buoy 
and connect it to its discharging lines. When dis- 
charge is completed, the hose is closed by a flange and 
sunk again beside the buoy ready for use by the next 
tanker. 





OFFICIAL NOTICES 
New Companies 


BERKELEY Suiprinc Co., Lrp., 130 Mount Street, Berkeley 
Square, London, W.1.—Registered March 31. Nominal 
capital: £25,000 in £1 shares. Directors: E. Gray, Flat 4, 
Mogador House, Lower Kingswood, Surrey; L. McGillivray, 
38 Bruton Place, London, W.1. 

Apan Sutpprinc Co., Lrp., Bevis Marks House, 
E.C.3.—Registered March 30. Nominal cavital: £1,000 in 
£1 shares. Directors: Not named, Subscribers: Doreen 
Cronin and Marion Beadle (clerks), 6 Austin Friars, London, 


C.2. 


London, 


[Information from Jordan’s Daily Register of New Companies] 


Wa. Brown & Co. (CHANDLERS), Lrp., 12 Hope Street, 
Charlotte Square, Edinburgh 2.—Registered March 17 in 
Edinburgh, Capital £3,000 in £1 shares. To carry on the 
business of ship chandlers, shins’ furnishers, ete, Directors : 

Cook, 9 Kaimes Road, Edinburgh 12; and H, I. 
Niven, 33 Clermiston Road, Edinburgh 12. Secretary: J. M. 
Clark 

Atiantic Fisainc Propucts, Lrp.—Registered in Dublin 
February 24. Capital £20,000 in 10,000 ‘A’ ordinary and 
10,000 “*B’’ ordinary shares of £1 each. Subscribers (each 
with one *“*A”’ ordinary share): James Maybury (solicitor’s 
assistant), 19 Botanic Avenue, Glasnevin, Dublin; and Miss 
Mary Sheehy, 10 Mount Street Crescent, Dublin. Directors : 
Not named. 

Increase of Capital 


LINcOLNSHIRE TRarFFics, Lrp., whartingers, shipowners, 
ete., “‘ Rathgar,’’ Deansgrove, Grimsby, Lincs.—Increased 
by £12,000, in £1 6 per cent cumulative preference shares, 
beyond the registered capital of £3,000. 
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NORWEGIAN SHIPPING AND SHIPBUILDING 


EFFECTS OF THE COAL SHORTAGE 


MORE NEW CONTRACTS 


By THE SHIPPING WORLD’S Own Correspondent 


FREIGHT RATES are high, but seldom have Norwegian 
owners been in such a bad position for availing them 
selves of these high rates. Some 20 large Norwegian 
dry-cargo vessels are constantly employed in carrying 
coal or grain from the United States or other overseas 
ports to Norway. Three cargoes of coal have been 
hauled from South Africa, and from Northern Range 
some 120,000 tons of coal are shipped to Norway every 
month. This state of affairs will continue at least till 
the end of June. The Norwegian Coal Import Board 
has fixed a few American vessels for coal, but most of 
the monthly total must be hauled in Norwegian vessels 
and consequently few of the large dry-cargo tramps 
flying the Norwegian flag and trading in the Atlantic 
escape what have become known as * duty voyages.” 

When these voyages first started, towards the end of 
January, the need for coal was great and ships had to 
be sent to Northern Range in a hurry, such as was 
not much appreciated by the owners. Vessels were 
even denied cargo from Europe because they would 
have been delayed for about a fortnight. This hurry, 
which seems to be the ordinary way of Government 
offices when they have “‘ missed the bus ”’ themselves, 
has a tendency to be expensive to the taxpayer. In 
one case the vessel in question was badly handled by 
the Atlantic storms and had to undergo extensive 
repairs. The Norwegian Freight Control, the institu- 
tion through which all requisition for “duty voyages”’ 
goes, has had a difficult time. Although the owner 
suffers no financial loss, he does not want to take his 
vessel out of her usual trade, thereby letting down his 
old customer, but on the other hand the need of 
Norwegian industries is realised and the requests of the 
Freight Control have been met immediately. As _ 
freight rates for these cargoes, they are paid partly by 
the importers and partly by a fund to which all Nor 
wegian shipowners contribute with 2 per cent of the 
gross freight incomes of their vessels. The Norwegian 
Shipowners’ Association has estimated that this 
amounts to some Kr. 3.6 mn. a month. 


Orders for Foreign Yards 


In our last summary (SHrippING WoriLp of March 28) 
we mentioned that many new contracts were being 
negotiated, particularly in Sweden. Some of these 
have now been definitely concluded, namely, two for 
tankers of some 18,000 and 16,000 tons d.w. for Jacob 
Christensen, Bergen, and Simonsen & Astrup, Oslo. The 
former is to be delivered in 1952 and the latter at the 
end of 1952 or beginning of 1953. Einar Rasmussen, 
Kristiansand, has concluded a contract for a motor 
tanker of 18,500 tons d.w., with Eriksberg M.V. The 
vessel is to be delivered in the third quarter of 1954 
and is to have a speed of 15.25 knots. With the 
Gétaverken yard Sverre Ditlev-Simonsen & Company 
have concluded a contract for a tanker of 17,600 tons 
d.w. to be delivered at the beginning of 1954. More 
contracts have also gone to German yards. E. B. 
Aaby, Oslo, has concluded a contract with Deutsche 
Werft, Hamburg, for a motor tanker of 18,000 tons 
d.w. to be delivered towards the end of 1952, and at 
Howaldtswerke, of Kiel, Olsen & Ugelstad, Oslo, have 
now concluded a contract for a motor tanker of about 
18,000 tons. A Bergen owner has ordered a handy 
steamer of some 38,200 tons d.w., from  Liibecker 
Maschinenbau Gesellschaft. The vessel is to be delivered 
towards the end of 1952 and is to be fitted for oil fuel. 

British yards have also received their share of con 
tracts from Norwegian owners. A/S Rederiet Odfjell, 
Bergen, has signed a contract for a motor cargo liner 
of 7,800 tons d.w. with the Burntisland Shipbuilding 
Co., Ltd. Iver Bugges Rederi, Larvik, has ordered a 
motor tanker of 18,000 tons from the Caledon Ship 


building & Engineering Co., Ltd., while Sigval 
Bergesen, of Stavanger, has ordered another motor 
tanker of 18,000 tons from Lithgows, Ltd., Port 
Glasgow, to be delivered at the beginning of 1954. 
Gorrisen & Klaveness A/S, Oslo, have ordered an ore 
carrier of 8,000 tons d.w. from the Burntisland Ship 
building Co., Ltd. It is understood that more contracts 
are being negotiated both in Sweden and in Great 
Britain and all of them will have to be concluded on 
**a 100 per cent self-financing basis.’’ In the case of 
the Sigval Bergesen contract, this was obtained in an 
interesting way. Mr. Bergesen sold his old tanker 
Kaldfonn (about 15,000 t.d.w.) to Mr. Odd Godager, of 
Oslo, who again sold his tanker Norse King to a foreign 
buyer in pounds sterling and used the currency thus 
obtained to pay for his new acquisition; and Mr. 
Bergesen then used the foreign currency to finance his 
new building contract at Lithgows, Ltd. 


Ship Sales Market 


Due to the circumstances, the great activity as 
regards new building contracts has also been reflected 
in the ship sales market. Consequently many Nor 
wegian ships were sold abroad during March. At least 
six large tankers are reported to have been sold; and 
one Liberty vessel as well as several smaller ones were 
also sold. Most of them are to be delivered two or 
three months hence, a couple even later. The tankers 
are all comparatively old and their owners undoubtedly 
feel that it is better to sell them now, obtaining a 
good price, and order new ones even if this entails the 
loss of the very high rates in the present tanker 
market, and the acceptance of sliding scales, etc., as 
far as prices for new buildings are concerned. 

Much has been written in the last few years about 
the plight of handy-sized Norwegian ships. A_ ship 
owner, Mr. Erik Bakkevik, of Haugesund, shows in a 
recent article how difficult it has been for an owner 
of small vessels only to renew his fleet since the war. 
His capital resources are too small and during 1949 
and the beginning of 1950, when prices were more 
reasonable, prospects were not such as to encourage 
investment in handy-sized vessels. At present owners 
are selling their old vessels, both small and large, to 
foreign buyers to obtain foreign currency in order to 
build new vessels. This prevents owners with small 
capital from buying secondhand vessels at a reasonable 
price, and consequently the tendency favours large 
owners with much capital. Changes in the taxation 
regulations and currency rules are suggested. 


Lean Time for Handy Vessels 


There can be no doubt that the authorities are aware 
of this fact, and although it was argued some time ago 
that it would be better to favour the owners with large 
reserves of capital, as they would be in a better posi 
tion to withstand the depression that was expected, the 
present shipping boom has at least for the time being 
deprived this argument of its main foundation. It is 
to be noted that not long ago the authorities granted 
a licence for the purchase of a British vessel of just 
under 3,000 tons d.w. The vessel was built in 1943 in 
the United States and it is the first vessel of its kind 
that has been imported into Norway for some years. 
It is understood that negotiations for the import of 
more vessels of the same kind are already taking place. 
For the time being these handy vessels are having a 
lean time. Most of them are employed in American 
waters, but it is realised that when Norwegian coal 
demands are again to be met by European countries 
these handy vessels will he needed. 
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Launch of the “ Rhodesia Castle” 
Sir Vernon Thomson on the Challenge to Freedom 


SPEAKIN it the launching of the Rhodesia Castle _ the 
shipyard of Harland & Wolff, Ltd., on April 5, Sir 
Thomson, chairman of the owners, spoke of the glee 
ter outpul in the national emergency. The Rhodesia 
1 one-cliss passenger liner of about 17,300 tons gross 

for the Union-Castle ‘‘round Africa’’ service, was launched 

by Mrs. Goodenough, wife of the High Commissioner for 

Southern Rhodesia, <A sister ship, the Kenya Castle, is on 

the stocks, and a .hird similar vessel has been ordered. After 

compLm-nting the builders, Sir Vernon saic 
liithe over 18 months ago, after the launch of the 

Bloemfontein Castle, I ventured to refer to the effect of 
the steady .nerease in the cost of shipbuilding. Prices were 
Lecoming uneconomic in the peacetime commerce which was 
hen the basis of our national economy, The Festival of 
Britain had n planned in the hove that we might serve 
he world even more with our crafis in return for the food 
nd raw materials without which our dense population could 
iol exis Anxiely was increasing as to whether our ships 
could compete and our shipbuilding yards could be kept in 
ste.dy employment unless the inqrease in cost was arrested 
and even reversed, 

In June last year almost overnight there was a dramatic 

nge with the outbreak of war in Korea and the possibility 

his might issue in world war. This revolutionised the 

tion. Today there is little prospect of unemployment 
shipbuilding, an industry second to.none in our national 
ur.ty. The aggressor has challenged, The challenge must 

d lest our freedom be imperilled. 

or the threat of war begets entirely new conditions 

illing r sull greater exertions and the utmost efficiency : 
upon efficiency depends our national safety. Our ship 

Luilders and engineers are forging the armour of the nation. 

Already we see the prospects of sorely needed housing 

d.minished Schools and hospitals are still gravely in 

adequate, but with the international outlook as it is today 
the armour for the defence of the nation must come first. 

In ex.sting circumstances, with shortages of manpower 
and raw materiils, our present austerities can only be 
mitigated by each of us, according to his opportunity, giving 
where possible better service in defence, for export, and 
n the provision of our daily needs, that is by even greater 
output. Let each of us whatever our sphere of service give 
of his best in the national emergency, And all honour to 
those who are already doing so. 

In peace and in war the very existence of our nation has 
depended upon our ships. May we, British shipbu.lders 
nd shipowners, strive steadily to ensure that neither friend 
nor potential foe may hope to surpass us in these great 


} 
national services 


Launch of the ‘‘ Rhodesia Castle’ 


SHELL TANKER BUILDING PROGRAMME 
18,000-Tonners as General Purpose Carriers 


THe Wor.p’s largest oil tanker building programme since the 


war has been put in hand by the Shell group at a cost in 
the region of £45,000,000. The programme provides for 41 
general purpose tankers of 18,000 tons deadweight of entirely 
new design and five tankers of 28,000 tons deadweight—a 
total of nearly 900,000 tons d.w. of new construction, Berths 
for 31 of these vessels have been booked with U.K. yards 
and for 15 with yards in the Netherlands (for details see 
page 374). Deliveries will begin next year and the pro 
gramme is expected to be completed by the end of 1955. 

The new 18,000-ton tanker introduces a general purpose 
type vessel which is both larger and of better performance 
than any tankers hitherto designed, It will be capable of 
trading to ports covering over 80 per cent of the group’s 
worldwide trade, Throughout the shipping industry the 
trend is to secure economies from the increase of size and 
performance of individual units. This new 18,000-tons tanker 
is designed for the maximum possible cargo compatible wiih 
a wide range of utility and economical operation. Com 
parative characteristics of Shell tankers are shown below. 

Accommodation in the general purpose tanker will in 
corporate the high standards set by Shell tankers with the 
provision of single cabins for all adult members of the crew, 
dining saloon and all messes on the poop deck, smokerooms 
adjacent to messes for both officers and petty officers, and 
crew accommodation on the uover deck of the poop. Four 
of the general purpose tankers will be turbo-electric, each 
having two turbo-alternators to supply A.C. power for one 
propulsion mo‘or. This arrangement will permit one of the 
turbo-alternators to be lifted out for repair and_ replace 
ment by a spare unit, thus effecting a saving in ship’s time. 
Another innovation is that, as a result of experience gained 
in varying operating conditions, the hull plates of all the 
new buildings will be specially treated, prior to painting, 
in order to combat corrosion, 

The maximum designed working shaft horsepower is 8,300, 
and the turbines will be to a design specially produced to 
meet Shell’s requirements, Licences will be granted for the 
building in Holland of similar machinery to effect stan 
dardisation, Steam pressure in the turbo-electric ships will 
be 450 lb. per sq. in. at 750 deg. F., and in the geared tur 
bine ships 500 lb. per sq. in, at 800 deg, F. Increased cargo 
pumping capacity is provided to meet the necessity for 
rapid turnround, There are four centrifugal type cargo pumps 
in the pump room aft, adjacent to the engine room, from 
which drive is by steam turbine. The total capacity of the 
pumps is about 2,000 water tons ver hour. In addition, two 
stripping pumps, each of 150 water tons ver hour, will be 
fitted. All pumps are rated against a back pressure of 
140 lb. ver sq. in, hese pumping arrangements are designed 
to enable the ship to discharge cargo in normal circumstances 
to make a turnround within 24 hours. 

Comparative Characteristics of Shell Tankers 
Prewar general New general Super-tanker 
purpose ship 72 purpose ship (‘‘V"’ class) 
Deadweight 12,000 16,600 18,000 28,350 
(summer marks) 
Cargo 10,700 14,500 16,500 26,300, 
11,200 15,000 17,000 26,800 
483 fr 523 ft. 6 in. 557 ft 643 ft. 4 in. 
Breadth 59 fe. Zin 68 fc. 2in. 69 ft. 3 in. 80 ft. Sin. 


Draught 27 ft. 6 in 3Oft.2in. 29 fe. 6in 34 fc. 
Shaft h.p 4,300 6,000 8,300 13,000 
Service speed i 14} 14) 16 
(knots) 
Cargo Pumps rating 
(water tons per hour) 


Length o.a 





Giant Boring Mill in G.E.C. Works 


A large vertical boring and turning mill ky Froiep Rheydt, 
Germany, has been acquired by the General Electric ., 
Ltd., under the reparations agreement and erected in the 
Fraser & Chalmers Engineering Works at Erith, Kent. The 
mill has a table 26 ft. in diameter and can take work up 
to 26 ft. 3 in, in diameter and up to 14 ft. in height, with 
a maximum load of 200 tons. The table can rotate at any 
speed between 0.2 and 6.7 r.o.m, and there are 16 vertical 
and horizontal tool feeds from 0.0197 in. / rev. to 1.181 in./ rev. 
The rams contraverse 5 ft. 11 in, at a setting and can tilt 
to an angle of 35 deg. inwards and 10 deg. outwards. A 
main driving motor of 175 h.p. is fitted and there are a 
number of small auxiliary motors for various purposes, such 
as two of 10 h.p. for opverating the rams, motors for in 
dependently-driven oil pumps and motors built into the 
controller. The pr:ncipal work on which this mill will be 
engged will be the turning of drums of large diameter for 
winding engines, and boring and facing casings for 60,000 kW 
and 30,000 kW turbines, 
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Built on the 
Burmeister & Wain 
System 

under licence from 
Harland & Wolff ; 
also 


Kincaid-Polar 





Engines 


JOHN G. KINCAID & CO., LTD ° GREENOCK SCOTLAND 
ALSO BUILDERS OF :— 
STEAM ENGINES for all classes of fast passenger and cargo vessels 


BOILERS of all types up to the largest sizes 
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“VERTOIL ‘patent PUMPS 


..... have been designed 
specially for the job of handling 
oil on board ship. With high 
suction lift and capacities up to 
300 T.P.H. they save space and 
offer easy access to working 
parts. 


* 


Write for Illustrated Brochure R.O.2 


Photograph by 
courtesy of The 
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Motor Ship XOKER “GLA' 








x A READY BERTH 
efficiently equipped with all 
modern aids to 
OUICK DESPATCH 
and the economic distribution of 
ANY CARGO 
to all parts of Great Britain is 
always available at the 


an — SOUTH WALES PORTS 





Discharging sugar at Swansea Docks. Most 
of the general cargo berths are designed to CARDIFF 
enable simultaneous working to railway and q . : 

- SWANSEA 
road vehicles, barges and transit sheds, and . ANSEA 
vice versa VEWPORT 

BARRY 
PORT TALBOT 


FOR ALL INFORMATION APPLY TO A. E. H. BROWN, ciilet DOCKS MANAGER SOUTH WALES PORTS 
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ITALIAN SHIPBUILDING PROGRAMME 


EFFORTS TO EMPLOY REDUNDANT SHIPBUILDING FACILITIES 
By E. A. BELL 


A SUBSTANTIAL expansion of the Italian shipbuilding 
programme now in hand was decided upon by the 
Council of Ministers held in Rome on March 22. This 
decision had been anticipated for some time as the 
concluding step of a series of administrative measures 
converging on the modification of the basic law for 
the reconstruction of the Italian merchant fleet, known 
as the ‘“‘Saragat’’ law, of March 8, 1949 (see THE 
SHippinG Wortp of November 30, 1949), so named 
after the then Minister of Shipping. These steps in 
cluded the Treasury’s consent to the additional expen- 
diture involved by way of State subsidies and contri 
butions. Moreover, the Council for Merchant Shipping 
(Consiglio della Marina Mercantile), at a meeting held 
in Rome at the end of February last, expressed itself 
strongly in favour of the intended amendment, and it 
is known that Signor Simonini, the present Minister of 
Shipping, was a fervent supporter if not actually the 
originator of the new scheme. 

The supplementary programme recently approved, 
provides for the building of a second 25,000-tons tur 
bine liner, sister ship to the Augustus, which was 
launched from the San Marco shipyard, Trieste, on 
November 19. Like the Augustus, the new vessel is 
to be placed on the North Atlantic run. Furthermore, 
a second motor vessel of the Esperia type is to be built 
with a view to intensifying the fast service now main 
tained by the Esperia between Italy, Egypt and the 
Near East. Both ships are to be added to the fleet 
of the Italia Line, one of the four concerns of the 
State-owned Finmare_ group. Finally, the scheme 
provides for the further expansion of the Italian 
whaling fleet. As to this point, the scheme is only 
some sort of ratification of the building which has been 
in progress for some time at the Monfalecone shipyard 
of a whaling factory ship for Italian account. 

The additional expenditure made necessary by the 
new programme has been calculated at Lire 8,600 mn. 
(about £4,856,000). This, in addition to the Lire 
14,000 mn. (about £7,896,200) approved under the 
Saragat law, is to be spread over the coming financial 
years as follows: Lire 3,000 mn. for the financial year 
ending June 30, 1952, Lire 6,500 mn. for the following 
year, Lire 8,300 mn. for the 1953-54 financial year, and 
Lire 4,800 mn. for the year ending June 30, 1955. 


State-owned Fleets 


The extensive programme of rebuilding the Italian 
merchant fleet, as envisaged hy the Saragat law, com- 
posed 257 vessels totalling 219,345 tons gross and in 
volving an expenditure of Lire 103,000 mn. (about 
£58,093,000). A number of these ships are already in 
service, others are fitting out, while many are still on 
the stocks or awaiting construction. According to par 
ticulars given by the Minister of Shipping, the above 
total includes 12 mixed passenger and cargo liners 
(111,850 tons gross), six tankers of 43,387 tons gross, 
13 dry-cargo ships aggregrating 18,758 tons gross, 12 
special vessels of 14,316 tons gross, as well as 153 
fishing vessels totalling 29,371 tons gross. Part of this 
expansion, the Minister was careful to stress, was on 
behalf of the State owned Finmare group comprising 
the Italia Line, Lloyd Triestino, Adriatica and Tirrenia. 
These four concerns, the Minister said, had gradually 
won back their prewar services beginning with those 
which were ‘‘most interesting for Italy from the 
economic, commercial, currency and emigration points 
of view.”’ Considerable headway had been made in 
this connection, and the Minister pointed to the ex 
panding share of the Italian flag in shipping move- 
ments in Italian ports. While that share had fallen 
from 81 per cent in 1988 to 36.2 per cent in 1946, it had 
reached 59.4 per cent in 1949. 


The Minister reminded his audience also, of the share 
which private shipping interests—as distinct from the 
Finmare group—had had in the reconstruction of the 
Italian merchant fleet. The conflicting interests of 
both groups have been a recurrent subject of discussion 
in Italian shipping circles, and apprehension has re 
peatedly been expressed that the provisions of the 
Saragat law might favour State-controlled shipping to 
the detriment of purely private shipping, prevalently 
represented by tramp shipping. This point of view 
was also stressed by Signor Achille Lauro at the launch 
of the motor tanker Volere. Signor Lauro expressed 
himself clearly against the policy of building a second 
25,000-tons liner having a speed of about 22 knots and 
costing some Lire 16,000 mn. (about £9,023,500). In 
his opinion, it would have been wiser to build for that 
money some four or five more economic cal but more 
profit-earning vessels, such as mixed passenger and 
cargo liners or tankers. 


High Cost of Shipbuilding 


Another point stressed by Signor Lauro was the high 
cost of shipbuilding in Italy, together with the high 
cost of capital. These two factors had, in his opinion, 
prevented Italian shipowners from building many 
vessels since the war, although he admitted that private 
efforts in this direction had done a great deal towards 
the reconstruction of the cargo fleet. The Saragat law, 
he said, had fostered the expansion of the fleets of the 
four State-controlled companies. The latter were, 
moreover, benefiting from an old law still in force by 
which the State guarantees them a minimum dividend 
of 4 per cent, even when actual losses are incurred. 
The main adverse factor in Signor Lauro’s opinion, 
was, however, the high cost of shipbuilding in Italy. 
A dry-cargo ship or a tanker built by an Italian ship- 
yard cost about twice the price for the same type of 
ship built outside Italy. This offsets the advantages 
and facilities offered by the provisions of the Saragat 
law, which were principally designed to reduce the cost 
of an Italian-built ship by about 30 per cent. 

Doubts have been expressed about the possibility of 
lowering shipbuilding costs in Italy. Shipyards in 
Italy still suffer from the redundant building capacity 
which had been built up during the Fascist régime 
because of the visionary naval programmes then 
planned. At present, with most of the country’s ship- 
yards busy to only 20 or at most 30 per cent of their 
output capacity, and unable as they are to dismiss the 
redundant manpower because of the restrictive pro- 
visions of the social laws in force, the shipbuilding 
industry is facing such excessive overheads and other 
items of extravagant expenditure that any reduction 
of its building costs seems out of the question. A 
way out of this impasse, repeatedly suggested in recent 
months, would be the placing of foreign naval orders 
in Italy within the framework of the North Atlantic 
Pact. In this connection, it was learned early in March 
that the Italian Government had approached Washing- 
ton and the other powers signatory to the North 
Atlantic Pact, actually suggesting the passing of such 
orders. At the same time, it was pointed out that 
Italy’s specialised shipbuilding labour totalled 85,000 
men at the present time. Only 32 out of the large 
number of berths for large and medium-sized vessels 
are at present occupied, and, despite the expansion 
of the shipbuilding programme outlined above, it is 
feared that that number will be reduced to eight by the 
end of the year if no fresh orders are forthcoming in 
substantial numbers. 

It was stressed that the Italian shipyards would be 
able to supply the warships ordered at competitive 
prices provided the building materials and other items 
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were supplied by the ordering parties. The Italian 
memorandum submitted to Washington alleged that 
whereas the shipbuilding industries of the United 
States and the Atlantic Powers concerned were rapidly 
reaching the limit of their output capacity, and 
whereas the shortage of specialised manpower from 
which they were (allegedly) suffering did not permit 
them to envisage any expansion of their output 
capacity, Italy was able to offer the services of her 
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specialised shipbuilding labour force which, before the 
war, had been engaged in naval work up to about 50 
per cent of their number. 

Hand in hand with the expansion of Italy’s merchant 
fleet grows its importance as an economic factor in the 
balance of payments. A statement recently made by 
Signor Simonini revealed that the net income from 
freights earned by the Italian merchant fleet abroad 
amounted to something like U.S. $120,000,000 in 1950. 





ROUND THE SHIPYARDS 


Work in Progress in Scotland 
By THE SHIPPING WORLD’S Own Correspondent 


THE RUN of new business has continued in Scotland over 
March and early April, with, again, a considerable 
amount of thes ss for tankers. The Greenock Dock 
vard Co., Ltd., is to build three cargo liners for the 
Clan Line, of about 8,300 tons each with accommoda 
tion for 12 passengers. This yard has already three 
large tankers, one for foreign owners, as well as a cargo 
liner for the Clan Line. John Brown & Co., Ltd., are 
to build two new cargo vessels for the New Zealand 
Shipping Co., Ltd., details as to type and size being 
as yet undecided. Dundee ts to build a tanker for 
Larvik, Norway, of 18,000 tons deadweight, the biggest 
ever constructed on that coast. There have also been 
some five small craft ordered from Lobnitz, of Renfrew, 
bringing useful work to that centre, including a num 
ber of smaller tankers. 

The most conservative estimate of activity now gives 
Scottish yards some four years of steady work ahead. 
The orders mentioned above are only a few of those 
still coming through and likely to be placed within the 
next few months. It is thus a reasonable assumption 
that steady working can be anticipated over an even 
longer period. The one problem facing yards at present 
is the uncertainty of raw materials. So far as can be 
checked, steel makers are likely to find their position 
hecoming increasingly difficult, the shortage of scrap 
being the main cause. Inquiries in Glasgow indicate 
that steel supplies are all booked for the balance of this 
year and that additional supplies or special supplies 
are not likely to become available. The trend might 
rather be in the reverse direction. It is accepted that 
shipyards have close contact with the steel industry 
and that most yards have arrangements which ensure 
supplies. Against these it is impossible to obtain what 
does not exist—and already certain steelworks have 
closed down their Saturday shifts for lack of serap. 


The industry’s labour force continues steadily at 


work, with no interruptions or hints of difficulty. It 
might be premature to claim that the purposely militant 
element in the industry has been eliminated and 
brought under control, but it does seem that at present 
extremists are less prominent than for many years and 
have less influence. That is a situation which the trade 
unions will welcome in that it makes for progressive 
development of good relations and mutual confidence 
that agreements will be kept. 

One of the most interesting technical meetings of the 
month was that at which Mr. William M’Laughlin, head 
of the engine design department of John Brown & 
Co., Ltd., Clydebank, told the Institute of Petroleum 
that a situation was now developing in which the 
utmost economy of liquid fuels had become a_neces- 
sity. The need to build up emergency reserves and 
to conserve for future needs demanded the efficient 
use of existing fuels—a need which he covered in terms 
of utilisation of liquid fuels in the internal combustion 
engine. This point has been further stressed by the 
current situation in Persia, a trend which again in- 
terests Scotland and shipbuilding men. The new 
Grangemouth refinery went into use in Scotland in 
early April. Supplies of crude oil for this important 
new refinery extension are scheduled from the Middle 
East. Dislocation there might mean a_ substantial 
difficulty in operating at Grangemouth, as at other 
British refineries which have relied on Middle East 
crude. The moral of essential economy is obvious and 
is the more so in view of the general trend towards 
oil firing at sea. 





Tue Mercantile Dry Dock Co., Ltd., Jarrow, have received 
licences to build a new joiners’ shop. 


Prizes to the successful cadets of the Thames Nautical 
Training College H.M.S. ‘‘Worcester’’ will be presented on 
July 27 by Air Chief Mz rshal Sir Frederick Bowhill, a former 
cadet of the ‘*Worcester.’ 


Leave of absence has been granted to Mr. A. C. 
MacDonald, executive assistant to the president of the 
Canadian Pacific Railway, to become director of shipbuilding 
in the new Canadian department of defence production. 


Large Tanker for Norway 


The launch took place on April 6 of the motor 
tanker Hoegh Eagle from the Deptford yard, 
Sunderland, of Sir James Laing & Sons, Ltd., the 
naming ceremony having been performed by 
Mrs. Maclay, wife of the Hon. J. S. Maclay. The 
Hoegh Eagle is the second of two tankers of 
23,000 tons d.w. ordered from the yard by Leif 
Hoegh & Company, Oslo. The first was tha 
Hoegh Arrow, which is illustrated here, and was 
completed in November. A full description of 
this ship, together with plans and photographs, 
was given in THE SHIPPING WORLD of 
February 14 last 
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ANALYSIS OF BRITISH TONNAGE 


UNITED KINGDOM MERCHANT SHIPS IN PRIVATE OWNERSHIP 


THE accompanying tables provide a detailed statistical 
analysis of merchant ships in private ownership on the 
United Kingdom and Colonial register. The tables 
break down the structure of the Mercantile Marine into 
its constituent parts and further subdivide some of 
the groups into age and size categories. Full details 
of the definitions according to which these tables are 
compiled were given in THe SuHippING Wor.Lp of 
January 24, 1951. They do not include Canadian-owned 
ships which have been transferred to United Kingdom 
registry. 

It will be observed (Table 1) that during the first 
quarter of this year the merchant fleet covered by the 
statistics declined by 73,938 tons gross, after the 
necessary adjustments have been made for tonnage 
alterations and the disposal of older ships for breaking 
up or to foreign flags. Slight increases in the tanker 
and coastal sections were offset by declines in the dry 
cargo liner and tramp sections. In the case of liners 
and tramps, the rate of disposal of older vessels was 

ABLE | 


T 
BRITISH MERCHANT SHIPS IN PRIVATE 
OW NERSHIP* 

1 April, 1950 | Jan., 1951 | April, 1951 
ons gross Tons gross Tons gross 
7,843.88! 8,034,652 8,032.45! 
3,201,839 3,161,635 3,075,347 
1,627,392 1,587,093 1,590,917 


Non-tankers 
Ocean-going liners 
Ocean-going tramps 
Short-sea and coastal 


12,783,380 
3,651,739 


12,698,715 
3,662,466 


12,673,112 
3,439,307 


Tankers 


Total 16,112,419 16,435,119 16,361,181 


* Vessels of 500 tons gross and over in private ownership and on the United 
Kingdom or Colonial register, according to records available and information 
received by THE SHIPPING WORLD up to the dates specified. Tonnage managed 
by shipowners on behalf of the Ministry of Transport, or managed on behalf of 
Canadian owners (but registered in the U.K.) is not included 


TABLE I! 
AGE OF OCEAN-GOING LINERS AND TRAMPS 
Dry cargo and passenger vessels of 3,000 tons gross and over* 
LINERS TRAMPS 


| April, 1951 I Jan., 1951 Year of Build | Jan., 1951 | April, 1951 
ons gross ons gross Tons gross Tons gross 
2,062,774 683,582 626,883 
28,392 20,510 20,510 
36,752 1933 13,070 13,177 
61,437 1934 — 
132,046 1935 32,783 27,995 
253,852 1936 56,243 56,243 
220,781 1937 54,512 44,306 
199,592 1938 45,964 46,085 
252,866 1939 
1940 


1931 and earlier 
1932 


467,312 474,287 950 
48,668 oe _ 


8,032,451 8,034,652 3,161,635 3,075,347 
* Excluding cross-channel passenger ships of 3,000 tons gross and over, whi 


are included in Tables Ill and V 


TABLE il! 
LINER TONNAGE BY SIZE 
Dry cargo vessels of 500 tons gross and over 
| April, 1951 
Tons gross 
234,770 


Size | April, 1950 
Ocean-going Tons gross 


30,000 t.g. and over 234,768 
20/29,999 t.g 707,105 
15/19.999 t.g 368,679 
10/14,999 tg 1,181,601 
6/9,999 vg 4,202,307 
3/5,999 tg 1,149,421 


| jan., 1951 
Tons gross 


234,770 
731,647 
352,408 
1,237,151 
4,355,854 
1,122,822 
7,843,881 8,032,451 


Total ocean-going 8,034,652 


*Coastal, etc 
1,500/2,999 c.g 247,592 267,218 262,146 
500/1,499 c.g 179,215 186,812 183,891 
Cross-channel passenger ships 186,452 189,875 188,365 
8,666,853 


Total 8,457,140 8,678,557 


This table does not include colliers as shown separately in Table V, or tankers 


greater than the rate of delivery of new vessels from 
the shipyards. 

In the ocean-going liner section (Table IL), fewer 
than 50,000 tons of new vessels entered service during 
the quarter, while ships of 20 years of age or more 
amounting to over 62,000 tons were disposed of. There 
was a further net increase in liners of the 6,000/9,999 
tons category (Table HI). The ocean-going tramp 
section (Table I]) showed a net loss during the quarter 
of 86,288 tons. Only 5,613 tons of new tramp shipping 
entered service, while 56,699 tons of the oldest ships 
were disposed of. The decrease in the tramp section 
affected all size categories (Table IV). Comparing the 
present position with that at the end of April, 1950 
(Table I), the liner fleet has increased by 188,570 tons 
and the tramp fleet diminished by 126,492 tons. There 
was little change in the coastal and short-sea categories 
during the quarter, but this section has shown a net 
loss of 36,475 tons in the last twelve months. 

The tanker fleet increased hy 223,159 tons over the 

TABLE Iv 
TRAMP TONNAGE BY SIZE 
Dry cargo vessels of 500 tons gross and over 
| April, 1950 | Jan., 1951 
Tons gross Tons gross 


| April, 1951 
Tons gross 
Ocean-going 
7,000 t.g. and over 1,484,628 
zg 389,114 
714,930 732,084 
453,318 403,950 
159,849 149,332 


1,501,854 
374,415 


3,201,839 3,161,635 


205,967 
231,156 


3,598,758 
218,684 


3,075,347 


213,389 
227,454 


3,516,190 
226,657 


Total ocean-going 
Coastal, etc 
1,500/2,999 c.g 
500/ 1,499 c.g 


Total U.K 
On Colonial register 


271,135 
264,997 


3,737,971 
237,653 


Total 3,975,624 3,817,442 3,742,847 


TABLE V 
COASTAL AND SHORT-SEA TRADERS 
Ships of 500 to 2,999 tons gross* 
| April, 1950 1 jan., 1951 
Tons gross Tons gross 


Liners, short-sea 247,592 267,218 . 
coastal 179,215 186,812 183,891 
passenger 186,452 189,875 188,365 


643,905 


| April, 1951 
Tons gross 


613,259 
271,135 205,967 
264,997 231,156 
240,348 287,381 


1,368,409 
218,684 


1,627,392 1,587,093 1,590,917 
109,571 106,548 107,057 


Total 1,736,963 1,697,974 


634,402 
213,389 
227,454 
289,015 


1,364,260 
226,657 


Tramps, short-sea 
. U.K. coastal 
Colliers 





1,389,739 


On Colonial register (dry cargo) 237,653 


Tankers 


1,693,641 


* Cross-channel passenger ships and coastal colliers of over 3,000 tons gross 
are included in this table 


TABLE vi 
TANKER TONNAGE BY SIZE 
Ships of 500 tons gross and over* 


1 April, 1950 1 Jan., 1951 
Tons gross ‘ons gross 


| April, 1951 

Tons gross 
Ocean-going 

12,000 t.g. and over 100,258 

10/11,999 c.g. 792,131 

1,542,704 ,604, 

604,237 609,212 

223,063 221,114 


3,262,393 


196,680 209,482 


869,031 


Total ocean-going 
Coastal, etc 
500/2,999 c.g 109,571 


3,499,694 3,509,912 


106,548 107,057 


3,371,964 3,606,242 3,616,969 
Whaling factory ships 67,343 45,497 45,497 


Total 3,439,307 3,651,739 3,662,466 


* This table does not include tankers used as store ships, and excludes 
Admiralty tankers 


(NOTE : Table Vii will be found overleaf) 
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TABLE Vii 


OCEAN-GOING TANKER TONNAGE IN AGE GROUPS 
Ships of 3,000 tons gross and over* 


1950 oF oo — | Jan., 1951 | April, 1951 
Year of build ns gross "s gr Tons gross Tons gross 
1931 and earlier 699.461 727,571 689,479 
1932 18,617 18,617 18,617 
1933 37,140 37,140 37,166 
1934 4,085 4,085 4,085 
1935 66,107 66,107 66,107 
1936 103,719 103,724 103,724 
1937 140,790 140 790 140,790 
1938 119,107 111,025 111,025 
1939 118,035 118,035 118,035 118,035 
1940 16,461 16,461 16,461 16,461 
194) 112,586 112,590 112,590 112,590 
1942 177,049 177,049 177,049 177,049 
1943 244,123 244,115 244,092 244,092 
1944 432,935 432,935 432,935 422,223 
1945 306,537 306,537 327,785 338,404 
1946 209,348 209,348 209,348 209,348 
1947 76,793 76,793 76,793 76,793 
1948 129,890 129,890 129,890 129,890 
1949 192,948 192,894 192,894 192,894 
1950 56,662 102,397 290,829 303,838 
1951 to date - - - 26,743 
Total 3,262,393 3,509,912 


3,328,103 3,499,694 


This table excludes whaling factory ships, coastal tankers, tankers used as 
store ships, and Admiralty tankers 


year and by 10,727 tons in the last quarter. New ocean 
going tankers increased by 10,218 tons during the 
quarter, while 19,025 tons of older vessels were disposed 
of (Table VII). In size categories (Table VI), there 
was a further increase of 12,802 tons in the largest 
size of tanker, with decreases in the groups below 8,000 
tons. 





NATIONAL SEA TRAINING SCHOOLS 
Annual Report for 1920 


THE MANAGEMENT Committee of the National Sea Training 
Schools is resvons.ble for the management and operation of 
14 schools which train about 80 per cent of all rating trainees 
for merchant ships. A total of 8,180 were trained at the 
14 schools dur.ng 1950. At the two boys’ schools at Sharpness 
and Gravesend, 1,409 boys were trained for the deck and 
2,424 for the catering department, At the two schools for 
firemen, 961 were trained, and 333 passed through the four 
schools of nautical cookery. At the six schools of adult 
seamanship, 748 efficient deckhands were vasscd out as well 
as 2.810 lifeboat efficiency certificates. The total cost of 
running the schools was £114,441, of which about half was 
provided by shipowners and half by grants from’ the 
Government, 
Waiting Lists Reduced 


The report states that for 12 years there have been very 
long waiting lists but by the end of 1950 that for catering 
was reduced to about two months and that for the deck 
department had practically dsappeared. There was a 
tendency to presume that a sea life was losing its attraction, 
but the fact is that the demands of shore industres for 
youths is now grea er than ever There were definite signs 
of improvement now, however, and it is thought that the 
increased rates of pay introduced in March will further 
improve the position. 





P.L.A. Film for Festival 


As part of the contritution the Port of London Authority 
is making to the Fes‘ival of Brita-n a 40-minute film has 
been produced devicting the activities and wide scope of 
the Authority’s undertaking. The film, entitled ‘*Waters 
of T.me,”’ has been produced for International Realist by 
Basil Wright, and is intended for showing at the South 
Bank Exhitition. Presentation of the work carried out by 
the P.L.A. is based on the arrival and devarture in London 
of the Royal Ma.| liner Highland Princess, Emphasis is 
given to the loading and unloading arrangements, and for 
the shots of bales of paper being stowed in the hold of a 
ship a camera Was lowered on the end of a crane chain. 
Aeral views of the docks were taken from a_ helicopter, 
particular care having been taken to ensure the correct 
camera mount ng 9nd angle of approach, Excellent photo 
graphy lifts the film out of the normal documentary cl>ss 
and provides it with a more human and imaginative ssneeneh. 
The film was handed to Mr. Gerald Barry, director of the 
Festival, by Sir John Anderson, chairman of the Port of 
London Authority 


Suez Canal Traffic 
A Record Year in 1950 


Trarric through the Suez Canal during the year 1950 
reached the unprecedented total of 81,796,000 tons net, com 
pared with 68,862,000 tons in 1949. Since 1947, when the 
prewar figures were first surpassed, the traffic figures have 
been growing steadily. The 1950 figure was 18.8 per cent 
higher than the 1949 figure, which was 25 per cent higher 
than in the previous year. The number of transits in 1950, 
however, at 11,751, was only 12.8 per cent higher than in 
1949. This denotes an increase in the average size of ships 
passing through the Canal from 6,609 tons in 1949 to 6,961 
tons last year, although for tankers alone the increase in 
s.ze Was 7,334 to 7,720 tons. The predominance of tanker 
traffic was even more marked in 1950 than in 1949, their 
proportion of the total having risen from 58.4 to 63.7 per 
cent, despite the fact that the proportion in the last quarter 
dropped to 62.3 per cent, compared with 66.1 per cent in 
the third quarter, as a result of the opening of the S:don 
pipeline. Nevertheless, tanker traffic reached the unpre 
cedented total of 52,092,000 tons, an increase of nearly 30 
per cent over the previous record of 1949, 

Trattc under all flags increased, excevt for United States 
vessels. The British flag took first place, with a record 
total of 26,557.000 tons, an increase of 6.7 per cent, but its 
proport.on of the total declined from 36.1 to 32.5 per cent, 
owing to its comparatively small volume of tanker traffic. 
On the other hand, tanker traffic alone formed 86.9 per cent 
of the Norwegian total of 11,531,000 tons, displacing the 
U.S.A. from second place. American tonnage declined by 
6.5 per cent to 8,316,000 tons, while the Panamanian flag 
reached the record figure of 7,906,000 tons. French tonnage 
increased by 19.4 per cent to 6,236,000 tons and Italian by 
20 per cent to 5,352,000 tons. 

The total movement of cargoes through the Suez Canal 
in 1950 amounted to 72,609,000 tons, compared with 
61,055,000 tons in 1949. Northbound traffic increased from 
$8,027,000 tons to 60,468,000 tons while southbound traffic 
declined from 18,028,000 to 12,141,000 tons. Tanker traffic 
excepted, northbound traffic exceeded southbound traffic, 
unlike last year, but the excess of northbound traffic 
amoun‘ed only to 8 per cent of southbound traffic, compared 
with the prewar average of 82 per cent. The heaviest 
declines in southbound traffic occurred in the movement of 
silt and grain. Northbound traffic, however, exceeded the 
previous year by 26 per cent and was more than three times 
greater than the prewar average, petroleum products 
accounting for no less than 79 per cent of the total. 

Shivping using the Canal during January, 1951, amounted 
to 6 674,000 tons, a decline of 9.7 per cent from the previous 
month, but an increase of 13.7 per cent over January, 1950. 
Cargo movements totalled 6,283,000 tons, a decline of 7.9 
per cent from the record month of December. Of the 979 
vessels which vassed through the Canal, two are mentioned 
in the Suez Canal Bulletin, the Hansa liner Avenfels, re- 
establishing the service between Germany and the Persian 
Gulf and Karachi, and the Irish Plane, Avonmouth for 
Adelaide, the first vessel to pass through the Canal wearing 
the flag of the Irish Republic. 





Sea and Air Travel 


‘It’s too early to say yet,’’ was the opinion of Mr. 


W. R. H. Austin, manager in East Africa for the Union 
C»stle Line, when asked if a B.O.A.C. family plan for 
reduced air feres to Britain would affect sea bookings. 
Accord ng to The South African Shipping News and Fishing 
Industry Review, passenger vessels of his company to the 
United Kingdom, both via Suez and South Africa, are already 
well booked, many of them fully, up to next summer. 

‘Many veovle who have completed a long and exhausting 
tour of duty in the tropics regard the sea trip as an integral 
part of the-r leave. 

Several people who were interviewed just before sailing 
for leave in the United Kingdom expressed the same opinion. 
They made the point that, while air fares are comparable 
wi'h ‘he h gher grades for steamshin accommodation, if they 
travel by sea they are kept for nearly a month, the duration 
of the voyage. whereas an air passage will land them in the 
United Kingdom within one or two days of taking off in 
East Africa, and their hotel bills are considerably more. 
This we'ghs a great deal with peovle who have no friends 
or rela* ives to stay with in the United Kingdom. 

Acclimtisat‘on is another important point, especially 
from October to March, during the English winter. People 
say that they prefer the gradual change from heat to cold 
orgs ty by a sea passage, rather than the sudden transition 
iy alr. 
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Telegrams 
*“CRITON, LIVERPOOL" 





REPAIR SERVICE ON THE MERSEY 


CRICHTON’S 


FOR ALL WORK ON SHIPS 


C. & H. CRICHTON LTD. 
4-10, DERBY ROAD, 
LIVERPOOL 


Telephone 
NORTH 2531-2-3-4 

















> 1832 


M°GEOCH 


WILLIAM 


& CO. LTD. 
28, WEST CAMPBELL STREET, 
GLASGOW 


Manufacturers of all 
Ships’ Electric fittings 


—Designs made to Special Requirements— 





Suppliers of Ships’ Hardware 
for any class of Ship in all 
Metals and finishes 





WARWICK WORKS, 
46 Coventry Road, 
Birmingham. 


McGEOCH, GLASGOW 
McGEOCH BIRMINGHAM, 10 
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“NOW MY JOB i 
iS EASIER...” * 


y Stream-Line filter keeps the oil in my engines 
clean, which means less wear, higher 
efficiency, easier and quicker overhauls 

in port, no hitches in our 
schedules. It’s a big saving 


in every way.” 





STREAM-LINE FILTERS LT© 
INGATE PLACE, LONDON, swe 
TELEPHONE MACAULAY 1011 
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NORWEGIAN MOTOR TANKER “CREDO” 


THE LARGEST TANKER BUILT BY VICKERS ARMSTRONGS’ WALKER YARD 


Tue Norwegian tanker Credo, a motor vessel of 25,150 tons 
deadweight, recently comovleted by Vickers-Armstrongs, 
Ltd., Walker-on-Tyne, is the largest tanker ever built by 
the yard, and the first tanker to be built in the Walke: 
vard for 22 years, Built to the order of A/S Jensens 
Rederi II, of Arendal, ihe Credo was launched in Septembe: 
last and ran a series of trials off the Tyne in the middle 
of March. The vessel complies with Lloyd’s Register classi 
fication 100 Al for the carriage of petroleum in bulk. Her 
principal dimensions are as follows: 


Length overall 605 fe 10) in 
Length b.p 

Breadth moulded 

Depth moulded to upper deck in 
Summer draught 

Load deadweight 25,150 tons 
Speed 134 knots 
Oil fuel 1,843 tons 
Fresh water 289 tons 
Dry cargo 78,789 cu. ft 


The Credo is of the single-deck type with poop, bridge 
and top gallant forecastle, cruiser stern and raking stem. 
The cargo space is divided into 11 triple tanks, disposed 
3—5—3, with two intervening pump rooms. The pump 
rooms are the full width of the centre tanks with cofferdams 
extending through the wing tanks. <A cofferdam extends 
the full width of the ship at each end of the cargo tank 
space. The framing is longitudinal throughout the length 
of the cargo tanks and transverse forward and aft of these. 
The longitudinal bulkheads are corrugated horizontally and 
the transverse bulkheads vertically. The transverse framing 
forward and aft is riveted, the main tanx construction, with 
the exception of the bilge strake of the shell plating and 
gunwale bars, being welded throughout. 

Cross bunkers for diesel and boiler oil are arranged 
between the fore end of the machinery space and the cargo 
tank cofferdam. Additional fuel and feed water is carried 
in the double bottom tanks under the engine room. For 
ward of the cargo tanks are two oil fuel deev tanks with 
the ballast pump room inset against the cofferdam bulkhead. 
The space above the deep tanks forms a hold and two tween 
decks for the carriage of dry cargo; the forecastle and part 
of the bridge space is also used for this purpose. 

The oil cargo loading and discharging mains consist 
generally of a 12 in, dia. service from all wing and centre 
tinks to 12 in. crossovers on deck, six of which are adjacent 
to the after pump room and two to the forward one. 

12 in. main extends from the after crossovers to the extreme 
stern and a 10 in, main port and starboard between the 
after and forward crossovers, A 6-in, oil fuel transfer line 
is fitted on the starboard side extending between engine 
room and oil fuel pump room forward of the cargo tanks. 


The cargo oil pumps comorise one 4,500-tons per hour 
horizontal duplex type and two stripping pumps of 110/150 
ions per hour, all of J. P. Hall’s manufacture. 


Accommodation 


The officers are ber-hed in the bridge house and engineers 
in the poop. The bridge house consists of a navigating 
bridge containing the chart and wheelhouse, W/T office and 
two W/T overators’ rooms. The captain’s bridge is reserved 
for the owners’ and captain’s suites and smokeroom, each 
suite comprising a dayroom, bedroom and bathroom, A 
comfortable smokeroom separates the two dayrooms. The 
rooms are panelled in polished hardwood and ample natural 
light is provided by sliding rectangular windows on the 
sides and front of the bridge. 

The boat deck, immediately below, contains a dining 
saloon, chief stewardess’s cabin and office, a boy or girl's 
room with a pantry adjacent. On the opposite side is a 
hospital with four beds, dental surgery and dentist’s room. 
The bridge deck provides accommodation for the chief 
officer’s dayroom, bedroom and office, 2nd, 3rd and 4th 
officers’ and pilot’s rooms, and a library. The chief engi 
neer’s bedroom, dayroom and office, and four engineers’ 
rooms are arranged across the front of the poop deckhouse, 
with the officers’ and engineers’ mess adjoining on the 
port side. All the rooms are spacious and extremely well 
furnished and decorated. 

The poop deckhouse also accommodates, on the port side, 
the catering staff cabins and mess and the P.Os’ and crew’s 
messrooms, with boys’ cabins on the opvosite side. A com 
pact well fitted galley is arranged at the after end of the 
engine casing conveniently situated to the messrooms, In 
the poop itself 1- and 2-berth crew’s rooms are ranged round 
the ship’s side and across the poop front. Against the casing 
and facing the cabins are washvlaces, change rooms, drying 
rooms and a Turkish bath. The refrigerated stores, con 
taining fish, meat, vegetable and handing rooms, are 
situated immediately aft of the engine casing. The refri 
gerating machinery room is on the port side, while on the 
starboard side there are laundry, flour and potato stores. 
Provision and deck stores occupy the extreme after end of 
the poop. 

Four 26-ft. steel lifeboats of Hugh McLean’s make are 
provided, two of which are powered by 8 h.p. Stuart Turner 
petrol engines. One boat is fitted with a portable w.reless 
transmit'ing and receiving set. The total accommodation 
of the lifeboats amounts to 168 versons. The boats are 
carried by Schats patent gravity davits, fitted with elec 
trically driven hoisting and lowering winches. 

The deck auxiliaries include one 7 in. x 12 in. and two 
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10 in, x 14 in. steam winches, all with extended warping 
drums. The windlass has cylinders 12 in, x 15 in. and is 
designed to handle 23-in. dia. Floryt chain cable. Winches 
and windlass were supplied by Clarke, Chapman & Co., 
Ltd. Tubular steel derricks are fitted to each mast, for 
ward and aft of the bridge on derrick posts, and at each 
end of the funnel. Five are arranged for s-ton lifts and 
one for 3 tons. 

The steering gear is of the electro-hydraulic a manu 
factured by Brown Bros., Ltd., Edinburgh. The gear has 
four rams operated by two independent saiaiiaase units 
either of which is capable of moving the rudder from hard 
over to hard over in 30 secs. The units can be used together 
for navigation in restricted waters, the time then being 
reduced to 18 sees. 

Steam fire extinguishing is effected by means of a 4in. 
dia. copper main led from the engine room under the fore 
and aft gangway with a l}-in. branch to each tank. In 
addition, a l-in, perforated pipe is led to the bottom of 
each tank and a 1}-in, pipe to each pump room from the 
deck steam supply. In addition to the normal wash deck 
line and hoses, chemical and foam extinguishers are dis 
posed in appropriate positions throughout the machinery 
spaces, accommodation, ete. 

The outfit of compasses and other navigating instruments 
is very complete and of the most modern type, including 
a gyro compass of Brown's make. The wireless equipment 
has been suvplied by the Standard Telephone Co., and the 
radar by Kelvin Hughes. 


Propelling Machinery 


The main propell.ng machinery consists of a_ single 
Vickers-Doxford patented opposed-piston engine having six 
cylinders of 670 mm, bore, the combined strokes of the 
upper and lower pistons being 2,320 mm. The engine 
develops 6,690 b.h.p. at 115 r.p.m,. in service, with a mean 
indicated pressure of 88 lb. per sq. in. and 7,200 b.h.p. on 
the measured mile runs. Three lever-driven double-acting 
scavenge pumps are fitted at the back of the engine and 
are driven from the centre crossheads of Nos. 1, 2 and 3 
cylinders, The engine is of the normal Doxford design 
with all-welded frame and bedplate and is arranged for 
running on diesel fuel. Electrically-driven turning gear is 
provided and a Bibby-Doxford detuner is fitted at the for 
ward end to ensure that no serious torsional vibration 
stresses occur in the crankshaft. 

Two large Scotch marine type cylindrical single-front 
boilers are installed on a flat at the aft end of the 
machinery space. Each bo.ler is 16 ft. 9 in, in external dia 
meter by 12 ft. 6 in. long and has a heating surface of 
about 3,300 sq. ft. The boilers are oil-fired only, each 
having four furnaces of 3 ft, 4§ in. internal diameter of 
the corrugated type with Stephen-Gourlay back-ends. The 
boilers are arranged for a working pressure of 180 lb. per 
sq. in, to suit the rgo oil pumps and Butterworth tank 
cleaning system. All the engineroom auxiliaries 
designed to give their full output at 120 lb. per sq. in. 
oil-burning installation is of Todd’s manufacture and is 
of ample capacity for the two boilers with a complete set 
as standby, Todd-Howden furnace fronts are fitted to the 
boilers and a Howden’s forced draught fan cavable of 
delivering 17,000 cu. ft. of air per minute against 3 in, W.G. 
supplies the air to the boilers. The fan is steam-driven by 
two engines, one of which is a standby unit. 

The auxiliary machinery is specially arranged to achieve 
the most economical running under all conditions of service 
with an electrically-driven auxiliary and a_ steam-driven 
auxiliary installed for each duty. In seagoing conditions 
the steam raised from the main engine exhaust gas is 
utilised to the full in driving steam pumps or heating fuel 
oil and domestic fresh water, while the main engine water 
and oil pumps will be generally electrically driven. With 
this arrangement it is anticipated that no fuel will be 
burnt under the boilers except when using the Butterworth 
tank cleaning system or when using cargo oil pumns. 

Two diesel-driven generator sets are installed of W. H. 
Allen’s manufacture, each set cavable of 225 kW. at 
375 r.p.m. and 220 volts D.C. One steam-driven generator 
set is also installed of Brotherhood’s manufacture, with an 
output of 90 kW. at 550 r.p.m. and 220 volts D.C. This 
set is for use in port or at sea in case of breakdown of 
the diesel sets when the electrical load would be reduced 
by changing over to steam-driven auxiliaries in most cases. 

The Scotch boilers are fitted with Weir’s hydrokineters 
to take steam from the ‘‘ Nelvin ”’ exhaust gas boiler for 
warming-up purposes. The ‘‘ Nelvin’’ exhaust gas boiler 
is arranged to take the full amount of gas from the main 
engine and no by-passing of the gas is arranged. In case 
of emergency this boiler can be drained of water and used 
as a dry type silencer. This arrangement provides a simple 
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PRINCIPAL SUBCONTRACTORS 


Linkleters Patent — —— Co., Led. 
L. Byers & Co., Ltd 
Geo. Fleming & Son, Ltd. 


Accommodation ladders 

Anchor and cables 

Awnings and canvas, flags 

Ballast pump, oil fuel transfer pump, 
cargo oil pumps, stripping pumps 

Bitumastic Wailes Dove Bitumastic, Led. 

Bulkhead troughing The Motherwell Bridge & Eng. 

Butterworth tank cleaning system J. M. Edmeston & x 

Calorifiers Arch. Low & Sons, Ltd 

Cargo sluice valves Glenfield & Kennedy, Led 

Cast iron fittings Wilson Bros. Pipe Fittings, Ltd 

Soman Kelvin & Hughes (Marine), Led. 
avits Schats Davits, Led. 

Deck coverings Rowan & Boden, Ltd 

Derricks Stewarts & Lloyds, Ltd 

Dinghy R. W. Lambie. 

Fresh water pump James Beresford & Son, Ltd 

Gas devourer R. &. H. Green & Silley Weir, Led 

Hand pumps Zwicky, Led 

Hawsers and warps ; R. Hood Haggie & Son, Led. 

Heat insulation in casings and 
accommodation 

Hot presses for messes 

Hot water boilers 

Insulation cold rooms, vent. trunk 
piping, Turkish bath 

Laundry plant 

Lifeboats 

Lubricating oil pump 

Mangling machine 

Mechanical ventilation units 

Navigation lamps . 

Plumbing work, water services, 
scuppers and discharges 

Pressure indicating, system to cargo 
tanks Malone Instrument Co., Ltd 

Pressure tanks «»  Mechans, Led 

Refrigerating machinery, domestic 
refrigerators, drinking water 
cooler L. Sterne & Co., Led 

Rigging blocks Ansell Jones & Co., Ltd 

Rigging, manilla British Ropes, Led., 

Rigging, steel wire rope Webster & Co., Ltd. 

Safe Milner Safe Co., Ltd 

Sanitary outfit Shanks & Co., Ltd 

Sideligths and ship's bells John Roby, Led 

Steam and exhausts to Thermotanks, 
galley, laundry and pantry 

Steering gear Brown Bros. & Co, Ltd. 

Stern frame casting The Darlington Forge, Ltd 

Tiling Commercial Marble & Tiles, Ltd 

Upholstery Cc. W. Burnes 

Voice pipes R. B. Chariton & Co., Led 

Windlass and winches Clarke, Chapman & Co., Ltd. 

Windows Beckett, Laycock & Watkinson, Ltd 


J. P. Hall & Sons, Led. 


Millers Insulation Co., Ltd. 
Henry Wilson & Co., Ltd 
General Electric Co., Ltd 


Newalls Insulation Co., Ltd. 
D. &. J. Tullis, Led 

Hugh McLean & Sons, Ltd 
Barclay, Kellett & Co., Ltd. 
Thos. Bradford & Co., Ltd 

The Norris Warming Co., Led. 
Wm. Harvie & Co., Ltd 


Steels Engineering Installations, Led 


John Orde & Co., Ltd 





and efficient means of utilising the heat from the exhaust 
gas without resoriing to exhaust by-pass valves and pipes. 
Spark arresters are fitted to the Scotch boiler uptakes 

The main engine pumps are all independently driven. “One 
combined set of steam engine-driven jacket and piston water 
double-duty pumps and sea water circulating pumps is 
supplied by Drysdale. The electrically-driven pumps for 
similar duties are also supplied by Drysdale. The jacket 
and piston water pumps have a total output of 300 tons 
per hour and the sea water circulating pumps an output 
of 410 tons per hour. The electrically-driven forced lubri 
cating oil pump is manufactured by Mirrlees Engineering, 
Ltd., and is of the *‘ Imo” type, while the steam-driven 
lubric: ating oil pump is of the direct-acting vertical duplex 
type supvlied by Carruthers. The main engine valve cool 
ing pumps are electrically driven, supplied by Worthington 
Simpson. The coolers for the main engine water and oil 
systems are manufactured by Serck and lubricating oil 
strainers by Auto-Klean. 

Two starting air compressors are provided, each with a 
capacity of 175 cu. ft. of free air per minute. They are 
of Weir’s 3-stage two-crank type driven by steam engine. 
An electrically driven comoressor of Reavell’s make is also 
installed with a capacity of 20 cu, ft, of free air per minute. 
All three compressors deliver air to 600 Ib. per sq. in. 
The small compressor is for topping-up the air bottles at 
sea, thus avoiding a peak load for the supply of steam or 
electricity. Two air reservoirs each of 225 cu, ft. capacity 
are provided for starting up the main engine. 

fhe diesel generator sets are provided with self-contained 
fresh water and oil pumps. The sea water pump for cir 
culating the generator engine heat exchangers is an 
independen'ly-driven centrifugal pump by Allen. Centri 
fugal purifiers, of Alfa Laval manufacture, two for diesel 
oil and one for lubricating oil are installed, with a capacity 
of 3 tons per hour for diesel oi] and 800 gallons per hour 
for lubricating oil. 

he electrically-driven pumps for shiv’s services are sup 
plied by Drysdale and the steam-driven vumps for similar 
duties are provided by Carruthers. The bilge and general 
service pumvs have a capacity of 150 tons/hr. against 60 ft. 
head and 85 tons/hr, against 170 ft. head. The domestic 
fresh water pump by Drysdale has a capacitv of 5 tons 
per hour and a steam-driven pump by Carruthers is also 
provided for the same purpose. A water heater of Serck 
manufacture is supplied for the Butterworth tank cleaning 
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Machinery arrangement o/ the single-screw motor tanker “Credo,” built at the 
Walker-on-Tyne yard of Vickers-Armstrongs, Ltd. 
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ONTRACTORS 


ikleters Patent Ship Fittings Co., Ltd. 
. L. Byers & Co., Ltd 
©. Fleming & Son, Ltd. 


P. Hall & Sons, Led. 

ailes Dove Bitumastic, Led. 

e Motherwell Bridge & Eng. Co., Led 
M. Edmeston & Co. 

ch. Low & Sons, Ltd 

enfield & Kennedy, Ltd 

ilson Bros. Pipe Fittings, Ltd 
ivin & Hughes (Marine), Led. 
vats Davits, Led. 

wan & Boden, Ltd 

ywarts & Lloyds, Ltd 

W. Lambie. 

nes Beresford & Son, Ltd. 

&.H. Green & Silley Weir, Led 
ticky, Led. 

Hood Haggie & Son, Ltd. 


lers Insulation Co., Ltd. 
nary Wilson & Co., Ltd. 
neral Electric Co., Ltd 


walls Insulation Co., Led. 

&. 4. Tullis, Led 

gh McLean & Sons, Led 
clay, Kellett & Co., Ltd. 

2s. Bradford & Co., Ltd 

2 Norris Warming Co., Led. 
n. Harvie & Co., Ltd 


els Engineering Installations, Led 


one Instrument Co., Led 
chans, Led 


iterne & Co,, Ltd 
sell Jones & Co., Ltd 
tish Ropes, Ltd., 
sbster & Co., Led. 
ner Safe Co., Ltd 
inks & Co., Led 

in Roby, Led 


n Orde & Co., Ltd 
rwn Bros. & Co, Led 
: Darlington Forge, Ltd 
mmercial Marble & Tiles, Ltd 
W. Burnes 
8. Chariton & Co =? 
rke, Chapman & Co., 
kett, Laycock & Wecbinon, Led. 
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system and the Carruthers pump for this duty has a 
capacity of 100 tons per hour against 200 lb. per sq. in. 

The boiler feed pumps, feed water tank, heater and filter 
ire supplied by Weir. The condenser circulating water 
pump 1s provided by Drysdale and the condenser is of 
Weir’s Uniflux design manufactured by Vickers-Armstrongs. 
The condenser is arranged for 10 in. vacuum and the air 
ejector is of Weir's make. An evaporator of 30 tons per 
day capacity is installed, of Caird & Rayner’s make, for 
feed water supply. For engine distilled water a H.P. dis 
tiller is provided by the same makers. The machines in 
the workshop are of P. & W. MacLellan’s supply and the 
engineroom overhead crane is by’ Marshall Fleming. 

The engine room is provided with four Axia torpedo type 
ventilation fans of 15,000 cu, ft. per minute capacity each, 
fitted with reversing switches. The boiler room is pro 
vided with two 30-in. natural type ventilators. Alarms for 
the engine systems are of the ‘* Monitor’’ type and tank 
measuring gauges are of the K.D.G. type. The 
propeller is of Stones ** Heleston ** design and Michell type 
bearings are used for the main shafting. A ‘* Turbulo ” 
ily water separator of 50 tons/hour is_ installed. 

‘ Supertyfon ” air whistle is vroy-ded on the fore mast 
fitted with automatic signalling. A steam ‘* Organ’’ ty 
whistle of Steven & Struthers’ make is fitted to the funnel, 
with lanvard control from the bridge. 





Marconi Yacht ‘ Elettra Il 


At the invitation of the Marconi International Marine 
Communication Co., Ltd., representatives of the shipping 
press last week inspected the new Marconi yacht Elettra II. 
As reported in Tue SuipriInc Wor.p at the time, this yacht 
has been purchased by the company primarily as an ex 
perimental vessel, to allow new equipment to be tested under 
seago.ng conditions. It is also intended as a demonstration 
vessel, and a range of standard Marconi equipment is fitted 
for demonstration purposes. 

The Elettra II is a twin-screw diesel yacht 72 ft. long, and 
was built by J. Samuel White & Co., Ltd., as a naval 
H.D.M.L. She has been converted into an extremely 
attractive yacht The original open wheelhouse and half 
level chartroom have been removed, and a new deckhouse 
built on. Two masts have been installed, and these carry 
the transmitting aerial which is shared between the various 
radio sets fitted. These include a *“*Transarctic’’ telephone 
and telegraph installation, and two ‘‘Seavhone’’ VHF radio 
telephones. One of the latter is employed for communication 
with the Company's East Ham depot, the other being tuned 
to the Thames Estuary radio telephone service. Other 
equipment fitted in the yacht includes a ‘*Radiolocator IV” 
radar set, “‘Lodestone’’ direction finder, and ‘‘Seagraph” 
echometer, She also carries a “*Visette,”’ a new and simple 
echo sounding instrument intended primarily for inshore 
fisherman. The summer programme for the Elettra I in 
cludes a number of visits to British and fore-gn vorts to 
demonstrate Marconi equipment. 





BOOK REVIEWS 


Year Book of Scandinavian Shitpowners, 1951, (Selvigs 
Forlag, Rodhusgaten 8, Oslo, Norway. Price. 17s.) 

The 16th edition of this year book contains full information 
about Norwegian, Swedish, Danish, Finnish, Icelandic and 
Faroese vessels and their owners, An alvohabetical index 
of vessels also gives draught, size and speed. 


The Directory of Shipowners, Shipbuilders and Marine Engi 
neers, 1951 (Tothill Press, Ltd., 833 Tothill Street, 
London, $.W.1. Price 30s.) 

The well-known directory, now in its 49th year, presents in 

a convenient form for reference particulars of leading 
shipping and shipbuilding companies of the . The 
revisions this year have been unusually heavy and much 
new material, particularly from Germany, Italy and Japan, 
has keen incorporated. It gives particulars of shipowners 
and their fleets. including the names of the ships, their gross, 
net and deadweight tonnages, cubic capacities of holds in 
the case of a large number of shivs, passenger accommoda 
tion, draught. speed, builders of hull and engines, year built, 
and so on. The shipbuilding section gives details of ship 
vards and marine engineering establishments, including 
normal output capacity and shiprepairing facilities An 
idditional feature is an international list of experimental 
tanks with their directors and other details. The various 
comprehensive indexes now occupy 155 pages, 
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RECENT TECHNICAL DEVELOPMENTS 


Portable Fluorescent Lighting Equipment 


AN INTERESTING development in the field of portable light 
ing equipment is the range of ‘ Proscon’’ Fluorescent 
Handilamps recently developed and manufactured by Process 
Control Gear, Ltd., of 56 Victoria Street, St. Albans, Herts. 
These lamps are de ‘signed to prov.de good illumination over 
an angle of 180 degrees. Each is fitted with a fluorescent 
tube that takes only 6 watts and has an estimated working 
life of about 1,000 hours. The window, providing complete 
protection for tube and reflector, is of transparent plastic 
material, and the lamp is finished in light green stove 
enamel and fitted with a plastic carrying handle. Three 
different types are being produced. The first, Model B.1, 
is battery-operated. Its total weight, including the batteries, 
is 81 lb. Model P.1, is outwardly similar to the battery 
operated type, but in place of the batteries are the neces 
sary chokes and the starting device for direct use on an 
electrical supply of 200-250 volts, 50 cycles. The total 
weight of this model is 43 lb. The remaining type, U.1, 
may be operated either from batteries or the mains. It is 
supplied complete with batteries, flexible lead and the 
necessary resistances and chokes. In addition to the usual 
starter buttons, a selector control is also housed in the top 
cover, which enables the lamp to be switched from batterie 
to mains or vice versa. This model weighs 10} |b. 


New Model of *‘ Klinger ’’ Cock 


A SIMPLIFIED ** Sleeve-Packed ’* cock has been placed on 
the market by Richard Klinger, Ltd., Klingerit Works, 
Sidcup, Kent. This new model, the Klinger AB.10 cock, 
intended to replace small taper plug cocks for pressure 
gauges, air reliefs, drains, compressed air, gas or hydraulic 
controls and similar equipment. It is a simplified design 


The Klinger ABIO Cock 


with a minimum of components, based on the well-known 
Klinger ** Sleeve-Packed ”’ principles. The number of com 
ponents has been reduced from the seven of existing models 
to five. Tested hydraulically (o 1,000 p.s.i., it is claimed to 
give reliable service and easy maintenance, with long life 
under the most exacting conditions. It is ‘available in six 
different patterns with a bore of 5/32 in., having } in. or 
3 in. B.S.P. male and § in. or 7/16 in, Whit. female screwed 
connections 





Rust Removal Process 


Large quant.ties of rusted or deteriorated material and 
equipment which would otherwise be scrapved can be reno 
vated, it is claimed, by the ‘ Derustit '’ process, operated 
by Metal Laundries, Ltd., and associated companies. Briefly, 
the process consists of ‘electroplating in reverse. 
current of 400 amps is passed through five 3,000-gallon w: ash 
tubs containing the material to be treated. The water 
froths and the rust and imovurities are dissolved into hydro 
gen gas. It is claimed that everything except soft alloys 
can be treated in this way. Turbine rotor and stator blades 
for the Admiralty have been treated, while a plant in Hong 
Kong is dealing with shipbuilding materials. Other plants 
are operating in France and South Africa, while further 
plants are contemplated in other countries. Additional in 
formation can be obtained from Derustit Services, Ltd., 
Paragon Works, Angel Street, Dudley, Worcs. 
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The Bute Dry Dock 


Enlargement of Entrance to 71 ft. 6 in. 


IN COMMON with other leading British shiprepairers, Mount 
stuart Dry Docks, Ltd., are constantly improving their 
facilities to eater for the larger types of ship now being 
constructed. Their Bute Dry Dock, Cardiff, which was 
built in 1883, has a leagth of 600 ft. and is 80 ft. wide, with 
in entrance of only 56 ft., having been designed to accom 
modate at the same time four of the usual type of Cardiff 
trader at that time; the dock being divided if required 
by a caisson fitted about mid-length of the dock. 

This entrance is now being widened and is nearing com 
pletion, giving the dock an entrance of 71 ft. 6 in., which 
will permit T2 tankers, as well as the New Zealand 
Shipping Co.'s vessels which regularly use the port, to be 
drydocked. A great advantage of this dock is that being 
entered from the Roath Basin it is not governed by the 
tides, and these large deep-draughted vessels can be docked 
or undocked at any hour of the day or night regardless 
of the tides. This dock is also specially adaptable for the 
docking of loaded ships. 

The old gates, which were of the double-leaf hinged 
type, are being scrapped, and the dock will be closed 
by a floatable steel caisson. Concurrently with the 
widening of the dock entrance the whole of the quay 
side is being reconstructed in heavy concrete with the 
essential services (water, electric power, steam supply lines, 
ete.) all carried in culverts below ground level. On _ this 
new quay will be installed a new 15-tons electric travelling 
crane and a 5-tons steam travelling crane. Electric supply for 
100 and 220 volts D.C., in addition to 440 volts A.C., will 
be available on completion. 

Additional land has been acquired at the head of the 
dock and new warping and mooring arrangements are 
being installed to facilitate the handling of the larger type 
vessels in a light condition. The contractors are Holland & 
Hannen & Cubitts, Ltd., and the new crane is being sup 
plied by Stothert & Pitt, Ltd., Bath. 


Above: Work in progress on widening the 
entrance to the Bute Dry Dock 


Y. 


ae Left: Cross-section of the modernised 
dock, showing new 15-tons electric travel- 
ling crane 


Below; Plan drawing of the layout of the 
dock and its facilities 
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MARITIME NEWS IN BRIEF 


From Correspondents at Home and Overseas 


Hk ADMIRALTY has set up a committee under the chair 

I manship of the Hon. R, C. Geddes to consider both 

present and future fuel and other oil quality problems, 
affecting or likely to affect the Royal Navy. Invitations to 
serve on this committee have been arcevted by representa 
t.ves of the Ministry of Fuel and Power, together with 
Professor F. H. Garner (Birmingham University), Dr. C. M. 
Cawley (Devartment of Scientific) and Industrial Research), 
and representatives of the oil industry. Mr, Geddes, who 

s a vartner in Chr. Salvesen & Co., was bunker liaison 
officer between the oil companies, the Admiralty and the 
Ministry of Shipping in the early part of the war 

Durinc the four weeks which ended on March 25, the 
tonnage of trade dealt with at the South Wales ports of 
Card_ff, Swansea, Newport, Barry, Port Talbot, Penarth and 
Briton Ferry amounted to 1,484,019 tons, the highest tonnage 
for a four-weekly period this year, Heavier importations of 
oil and spirit (296,490 tons) and ‘the continued importation 
of coal (53,509 tons) were the main factors in the increased 
import tonnages, 

Tue 1950 Parsons Memorial Lecture will be given by 
Professor L. C. Burrill at the Institute of Marine Engineers 
on May 22 at 5.30 p.m The subject of the lecture 1s ‘*Sir 
Charles Parsons and Cavitation.” 


IN CELEBRATION of the completion-of-40 years’ service with 
the company by the chairman, Sir Gordon Ferguson, the 
directors of Wilson, Sons & Co., Ltd., held a reception at 
Claridge’s Hotel on April 3. 

Mr. L. F. Sarpy and Mr. W. G. Swann, both of whom 
have been with E. H. Mundy & Co., Ltd., for over 30 years, 
have been appointed directors of the company 

+ . . . 


HE DEATH has occurred of Cavtain F. A. Richardson, 
I secretary of the Merchant Navy Training Board. He 
was 63, In 1927 Capt. Richardson was appointed to 
command the training shin Conway, and held that position 
or 74 years. He then became secretary of the London Port 
Welfare Advisory Council, and in 1937 he was appointed 
secretary of the Central Board for the Training of Officers 
for the Merchant Service He remained in that appointment 
when the work of the Board was extended and its name 
hanged to the Merchant Navy Training Board, holding the 
position until his death 
Mr. S. G. West, naval architect to the Union-Castle Line, 
has retired after more than 45 years’ service with the 
company. He succeeded to the position of naval architect 
in 1927. His position is being taken by Mr. J. A. H. Lees, 
vho has been assistant naval architect to the company since 
eaving the staff of the Director of Naval Construction in 
1945 
THe RIGHT to salvage the German cruiser Blucher, sunk 
in Oslo Fjord in 1940, has been secured by a Norwegian ship 
breaking company, Hévding Skipsopphugging. The firm is 
ilready engaged on the breaking up of the German battle 











Cardiff and Bristol Channel Shipowners 


AT THE recent annual meeting of the Cardiff & Bristol 
Channe! Incorporated Shipowners’ Association Mr 
F. W. Jones was elected chairman for the ensuing year 
and Mr. B. I. Llewellyn vice-chairman Mr. Jones 
(left) is a partner in Frederick Jones & Company, 
managers of the Abbey Line, Ltd., and the Melrose 
Abbey Shipping Co., Ltd 
business in 1917. In 1921 he joined Gellatly, Hankey 
& Co., spending six years in their Antwerp, Port Sudan 
and Jeddah branches before returning to the family 
business in 1927. During the Second World War he 
served with the Royal Engineers and was attached to 
the War Office, becoming deputy assistant director of 
engineer stores with the rank of major. He was 
elected vice-chairman of the Association in 1950. Mr. 
Llewellyn (right), the new vice-chairman, is general 
manager of the Golden Cross Line, Ltd. He began 


He entered his father’s 


ship Tirpitz, and this work is expected to take another five 
or six years to complete, 


Mr. D. Murray, Exeentive Officer (Mineral Traffic) of 
the Railway Executive, has been nominated by the British 
Transport Commission to the Coastal Shipping Advisory 
Committee, set up under the Transport Act, in place of 
Mr. John Elliott, who has resigned following his appoint 
ment as chairman of the Railway Executive. 


Tue Quasi-Are Co., Ltd., Bilston, Staffordshire, have pro 
duced a new film entitled **Are Welding.”’ It has a running 
time of about 20 minutes. The film has been produced in 
response to demands for an instructive film giving informa 
tion on the are welding process for the wide number of 
engineering audiences who come in contact with welding but 
have no detailed knowledge of it. 


Mr. S. Broapuurstr, manager of the Manchester branch of 
British Amsterdam Muritime Agencies, Ltd., recently com 
pleted 25 vears’ service with the comvany. Among other 
gifts, an engraved etching was presented to Mr. and Mrs. 
Broadhurst on behalf of N. V. Hollandsche Stoomboot Mij., 
Amsterdam. 

. * 7 . 


IR ARCHIBALD Fores, deputy-president of — the 
Siu ration of British Industries, has been elected presi 

dent in place of Sir Robert Sinclair, who has retired 
after holding the presidency for two years. Sir Archibald 
Forbes is an executive director of Spillers, Ltd., flour millers, 
and chairman of the Debenture Corvoration, He was chair 
man of the Iron and Steel Board from its inception in 1946 
to its termination in March 1949. 


A company formed by the Companhia de Petréleos de Chile 
(COPEC), Esso Standard Oil Co, (Chile) S.A.C, and Shell 
Mex (Chile), Ltda., styled Sociedad de Navegacion Petrolera, 
Ltda., has ordered an oil tanker from the Belgian firm of 
John Cockerill. The vessel is to have a deadweight of 16,500 
tons and will cost U.S. $2,850,000; delivery is to be made 
within 16 months. 


A MISSION to the World Metallurgical Congress, to be held 
in Detroit in September 1951, is to be sponsored by E.C.A. 
It will consist of exverts from O.E.E.C. countries, who, in 
addition to attending the congress itself, will have the oppor 
tunity of visiting factories and research institutions in the 


U.S.A. 


A Vanparatso lifeboat which has been out of commission 
for seven years will shortly put to sea again. It is being 
fitted out with a 75-h.p. diesel marine engine which has 
heen shipped to Chile by Leyland Motors, Ltd, 


Mr. Kennetu WILKINSON Biack, managing director of the 
Albyn Line, Ltd., shipowners, has been appointed a Sunder 
land magistrate. 


A survey of economic and commercial conditions in 


Panama has been published by H.M. Stationery Office, price 
is. Od, net. 











his shipping career with Rogers & Bright, Ltd., Cardiff, 

and before joining the Golden Cross Line, in 1941, he 

spent 23 years with Hall Brothers, Cardiff, steamship 
owners and brokers 
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with ease | 8 Co, LIMITED 





A COMPREHENSIVE knowledge of 
world markets is necessary for those 
wishing to trade abroad. Lloyds Bank 
is fully equipped to advise exporters on 
the various problems that arise 

The facilities available to its customers 
are contained in the booklet ‘* Service to 
Exporters’, a copy of which can be 


obtained on application to any branch 


of the Bank. MODERN CARGO VESSEL 
CONSTRUCTION 
Das LLOYDS BANK SHIPBUILDERS AND ENGINEERS 


SHIP, ENGINE AND _ BOILER 
REPAIRERS 


WEST HARTLEPOOL 


look after your Export Interests 











The Shipp 





MOSS HUTCHISON LINE LTD. 


REGULAR FREIGHT SERVICES FROM LIVER- 
POOL AND GLASGOW TO CASABLANCA AND 
MEDITERRANEAN PORTS. ALSO FRANCE, 
SPAIN AND PORTUGAL 
e 
Freigh » to 
MOSS HUTCHISON LINE LIMITED 
30 JAMES STREET, LIVERPOOL 2 


GLASGOW: MANCHESTER 
95, Bothwell Street, C.2 196 Deansgate 


LONDON 
clo THE GENERAL STEAM NAVIGATION CO. LTD 
1S, Trinity Square, E.C.3 
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> ™ snail 
aging betaiten, Wat Africa 








~ SOUTH AFRICA 
AUSTRALIA 
4% NEW ZEALAND 








= | J 








NORTH OF ENGLAND PROTECTING, 
INDEMNITY & WAR — ASSOCIATION 


(Established 18) 


The Associatic covers Shipo ers in 

lass |. PROT sombre rosea claims for one- -tourth damage do othe: 

ships or vessels, damage to structures, loss of life, personal injury, ete 
lass II. INDEMNITY Against liabilities arising in connection with cargo, 
lass IIT -WAR RISKS —Huli and Machinery, &c 

ss IV WAR RISKS —Freight, Disbursements, xe. 
aterests of Members are safeguarded at the principal ports in the Wor 
ial Legal Representatives and Nautical Experts, who have fu 
tions to act and to assist Masters in the case of need 


ncipal Office: NEWCASTLE-UPON-TYNE: Collingwood Buildings 
Branch Orfice sLASGOW— 134, Se. Vincent St.,C. 2. CARDIFF—The Exchange 
Mount Stuart Square LONDON ~24 St. Mary Axe, £.C.3. LIVERP 123 
lerby Ho Ex ge B gs 
LESLIE MANN, CA J. W. TODD, 
J. W. DUNCAN, 





When are you sailing? 
How 


srckonmng 
i} Vou 
forzot your 


PREVENT TRAVEL SICKNESS 


res 


UNITED TOWING CO. LTD. 


ELEGRAMS ° TELEPHONES 
yowne® "HURL - 15514(all hours) 











Efficiently equipped fer 
timber, wood pulp 
and all 


cargoes 


Despatch 
Bunkering Facilities 


> H. J. Hanna, 
General Traffic Manager, Preston 

















ADMIRALTY CHARTS 


The LATEST EDITIONS of Charts, 
Plans and Sailing Directions 
published by the Hydrographic 
Dept., can be obtained from 
J D POTTER Admiralty Agent for Charts, 
‘ . » Publisher of Nautical Books, 
a and Bookseller. 
145, MINORIES, LONDON, E.C.3. (Tel. : Royal 1369) 


Large Stocks of Nautical and Technica! Books of all 
descriptions. 
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7, al 
ELLERMAN LINES 
fae Ee a it CARGO SERVICES 


by fast modern vessels 











Linking 
U.K. CANADA U.S.A. to SOUTH & EAST AFRICA, 
with CEYLON, INDIA & PAKISTAN 
SOUTH & EAST AFRICA 
PORTUGAL, MEDITERRANEAN, 
EGYPT, LEVANT & BLACK SEA, 
RED SEA & PERSIAN GULF 
INDIA & PAKISTAN, 
CEYLON & BURMA 
MALAYA, PHILIPPINES, CHINA & JAPAN 
AUSTRALIA & NEW ZEALAND. 








Hall Line, Ellerman & Bucknall Line, 
City Line, Ellerman Line 
Papavanni Line, 

Westcott & 

Laurance Line, 


Head Office Be 
104-7, LEADENHALL STREET, . 
LONWON, E.C.3. \ Wy ‘ 
LIVERPO OL—Tower Building, \ 
Water Street \ \i 
\ \ | 


: For al! detai!s apply to the Mar 
GLASG OW—75, Bothwell St., C.2 


CAYZER, IRVINE ly LTD. 
LONDON: LIVERPOOL - GLASGOW 
1 e e 

World-Wide Services 


anon UNION-CASTLE LINE 


Hamburg, Bremen, kenton & East Coast U.K. Ports fo 


m.. SA. & GULF PORTS ¢.3. | Sf? VA WH CW. a WUE 























WESTBOUND LOADING BROKERS 
WEEKLY MAIL SERVICE 
from SOUTHAMPTON 
also Intermediate & East African 


by ROPNER LINE Sailings from LONDON 


SIR R. ROPNER & CO. (MANAGEMENT) 
LTD 


Galveston, Houston, New Orleans & Mobile 
to East Coast U.K. & North Continent 


SIR R. ROPNER & CO. (LONDON) LTD Head Office 
29 Se. Mary Axe. London, €.C:3 3 FENCHURCH ST, LONDON, EC3 
Telephone: AVE. 2153 MAN 2550 (Passenger MAN 9104) 
West End Passenger Agency 
125 PALL MALL, SW! WHi 191! 











_—_— 














+ SOUTH AMERICA E P.S.N.C. 


eae tie” © LIVERPOOL, BERMUDA, BAHAMAS, CUBA, 


pricey JAMAICA, PANAMA CANA WEST COAST 
WEST INDIES ee sT OF 


SPANISH MAIN SOUTFi oa 
ary CENTRAL AMERICA Also via Bahia Blanca & Punta Arenas 


NORTH PACIFIC COAST 
THE PACIFIC STEAM NAVIGATION CO. 


Pacific Buiiding, James St., Liverpool, 2 
“Ss London Agents: Royal Mail Lines, Leadenha!l St. E.C.3 





ROYAL MAIL LINES, LTD. 


Freight: McGr r | 
London : Roya! Mail House, Leadenhall Street, £.C.3 America House, Cockspur oe cGregor, Gow & Holland, Led 


| 16, St. Helen's Place, London EC 3 





St ’ ! 
Liverpool : The P.S.N. Co., Pacific Building, James Street, (2) 
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NEW ZEALAND LINE 


PASSENGER & CARGO SERVICES via PANAMA 


Particulars frem ; 

J. B. WESYTRAY & CO. LTD., 

138 Leadenhall Street, E.C.3. 
Tel.: AVEnue 5220 


THE NEW ZEALAND SHIPPING Co. Ltd. 








PORT LINE 


U.K. to AUSTRALIA and NEW ZEALAND 


NEW YORK to AUSTRALIA and 
NEW ZEALAND 


PORT LINE LTD. 


CUNARD HOUSE, 88, Leadenhall Street, London, E.C.3 
Phone : Avenue 1270. Telegrams : * Portships, Fen, London “’ 














HOULDER BROTHERS & CO, LTD, 


Shipowners, Insurance Brokers, Passenger & 
General Forwarding Agents (Sea and Air) 


REGULAR FAST SERVICES to 
RIVER PLATE 
From Liverpool, London, Bristol Channel & Antwerp 


and to SOUTH AFRICA 


FREIGHT ENGAGEMENTS made and goods insured and forwarded 
By Sea and Air 
TO ALL PARTS OF THE WORLD 


Head Office: 53, CERES PEFIAES. STREET, LONDON, E.C.3 


Newport (Mon.), Bristol, Swansea, 
Manchester, »ton, Birmingham, Sheffield, Bradford, 
Hanley, Dundee, Cape To ywn and Sydney (N.S.W.) 
sentatives in Argentina and Uruguay : Soc. Anon Houlder Brothers 
& Co. (Argentina), Ltd., Buenos Aires, Rosario, La Piata and 
Montevideo 
Brazil: Houlder Brothers & Co., Brazil, Ltd., Rio de Janeiro and Santos. 


























BRITISH & CONTINENTAL 
STEAMSHIP CO., LTD. 


AMSTERDAM . ROTTERDAM . DUNKIRK . ANTWERP . GHENT 
& TERNEUZEN from and to LIVERPOOL & MANCHESTER 
ANT WERP & GHENT from and to GLASGOW 
GHENT from and to BELFAST 


AGENTS 
LIVERPOOL and MANCHESTER 
For Rotterdam, Amsterdam and Dunkirk Steamers : Wilson, Son & Co 
For Antwerp, Ghent and Terneuzen Steamers : J. T. Fletcher & Co 
GARSTON: Ed. W. Turner & Son. 
BARROW: James Fisher & Sons, Ltd 
GLASGOW: Clyde Shipping Co., Ltd 
BELFAST: G. Heyn & Sons Ltd. : James Little & Co., (Deltas) Ltd 
ANTWERP, GHERT, TERNEUZEN: John P. Best & Co., 
ROTTERDAM: A. Van Es & Co.; Phas. Van Suncor ren ee N.V 
pon ge van Es & Van Ommeren Holland Steamship C 
DUNKIRK: A. De Baecker 
waa Pha. Van Ommeren (London), Ltd., Baltic House, 27, Leadenhai! 


PARIS; P Phe Van Ommeren (France) 8.A., 11, Rue Tronchet, 8 





f 


“St <2 
— 


aa 


R PART JLAR 14 COCKSPUR ST., LONDON, S.W.! T TRA Tia 
APPLY 7 BISHOPSGATE, LONDON, E.C.2 Tel MAN 3456 


ORIENT LINE 


9 KINGSWAY, W.C.2 Te TEM 1258 or Agents 





PsO and B. I. 


From United Kingdom and Continental ports 
to EGYPT, ADEN, RED SEA PORTS, INDIA, 
PAKISTAN, CEYLON, E. & S. AFR'CA, 
MALAYA, CHINA, JAPAN, AUSTRALIA, etc. 


For details of services, fares, etc., apply— 
P. & O., 122, Leadenhall Se. E.C.3 e 14, Cockspur St. S. W.6 
oe 9, Kingsway, W.C.2¢ 
B. 1. (Agents: Gray Dawes & Co.), 122, Leadenhall St., E. v2 














BIBBY LINE 


UNITED KINGDOM, CONTINENT, 
MARSEILLES, EGYPT SUDAN, CEYLON 
AND BURMA 


Ail enquiries to — 
BIBBY BROTHERS & CO., Martins Bank Building, Water 
Street, LIVERPOOL, 2. 

















WILSON LINE, HULL Gi er sta feo lines) 
REGULAR SERVICES 


From Hull, London, Liverpool, Manchesier, Middlesbro’, Newcastle, 
Aberdeen, Swansea, Newport, Antwerp, Dunkirk, etc.; to and from 
Norway, Sweden, Denmark, Poland, Baltic States, Portugal, Mediterranean 
Adriatic & Levant Ports, Egypt, India, Pakistan, Canada & United States. 


PASSENGERS  "petand‘iialy, ‘United Siatcs and Canada, etc.” 
MARINE INSURANCE  oty'tin'tad oiner steamers to and 
from all ports at current rates of premium. 


Lighter Owners Forwarding Agents, Warehouse Keepers and Sworn 
Weighers Bunkers supplied. 








For Rates of Freight, Fares, Insurance, Forwarding. etc., apply to— 
ELLERMAN’S WILSON LINE, Ltd., HULL 
or Branch Offices at Leeds, Sheffield, Manchester, Birmingham, Bradford 
and Grimsby; or London Agenta—-THE UNITED SHIPPING CO. 
Ltd., 108, Fenchurch St., London, E.C.3., London Brokers for Indian and 
Pakistan Trade—GEL LATLY, HANKEY & CO., Ltd., Dixon House, 
1, Lloyds’ Avenue, London, E.C.3 , or 62, Pall Mail, 8.W.1. 
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THE BANK LINE 


OPERATING THE FOLLOWING SERVICES 


AMERICAN AND INDIAN LINE—Calcutta, Chittagong, Rangoon and 
Colombo to Halifax Boston, New York, Philadelphia, Baltimore 
and Norfolk (Va.) 

AMERICAN AND INDIAN BRANCH LINE SERVICE—Rangoon, 
Chittagong, Madras, Madras Coast, Colombo and Malabar Coast, 
(filling up if necessary at Aden and Port Sudan) to Halifax, Boston 
New York, Philadelphia, Baltimore and Norfolk (Va.). 

BOMBAY AMERICAN LINE—Bombay to New York and Philadelphia 

AMERICAN AND ORIENTAL LINE—U:S. Atlantic and Pacific Coast 
ports to Philippines, Japan, China, Hong Kong, Indonesia and 
Malaya, returning to Canada and U.S.A. via Suez Canal 

CALCUTTA to RIVER PLATE PORTS—Chittagong, Calcutta and 
Other Indian Ports Colombo and Malabar Coast to Brazil 
Montevideo, Buenos Aires, Rosario and Bahia Blanca 

NDIAN CHILEAN LINE—Calcutta, Chittagong, Rangoon, Singapore 
and Indonesia to West Coast of South America ports 
Calling at Colombo and Cochin when opportunity offers 

INDIAN AFRICAN LINE | Carrying passengers and carg« 

INDIA-NATAL LINE Rangoon, Chittagong, Calcutta 
Indian ports and Colombo to East and South African port 

e versa (Vessels of the India-Natal Line also 

dagascar when opportunity offers.) 

ORIENTAL AFRICAN LINE—Carrying passengers and cargo fr¢ 
Shanghai, Hong Kong, Philippines, Saigon, Bangkok and Malaya « 
Mauritius, Reunion, East and South African ports and vice versa 
Taking cargo on Through Bills of Lading from Japan 

S. GULF to AUSTRALASIA—Regular sailings from all U.S. Gulf ports 
to all ports in Australia and New Zealand. Calling at Trinidad er 
route when sufficient inducement offers 

U GULF to SOUTH AFRICA—U.S. Gulf ports to South and Eas 
African ports 

PERSIAN GULF—General Merchants, Export, Import and Ship Agents 


Ma 


KY 


eight and Particulars apply to 


ANDREW WEIR 


SHIPPING & TRADING CO., LTD. 
19-21, BURY STREET, LONDON, E.C.3. 





ANGLO BALTIC LINES 


U.K. PORTS 
to 
GDYNIA/GDANSK & FINNISH PORTS 


also 


KLAIPEDA (Memel) LIEPAJA (Liban) 
RIGA and TALLINN 


when conditions permit, and t ducement offer 


UNITED BALTIC CORPORATION, LIMITED, 
158, Fenchurch Street London, E.C.3 


Telegrams Orienteako,"’ London 
Telephone No.: Mansion House 3311! (8 lines) 








MAC ANDREW LINE 


SPAIN AND MOROCCO 
Regular Services from LONDON, LIVERPOOL and Principal U.K. Ports 


Express Service by fast Motorships from 
LONDON and LIVERPOOL to BARCELONA 


HALL’S LINE To LISBON and GIBRALTAR 


Express Service by fast Motorships from LONDON to GIBRALTAR 
GLYNN LINE Te west iTAty ana sicity 


For Freight and Passage apply to— 


MACANDREWS & CO., LTD., 
19, Leadenhall St., London, E.C.3. 
Telephone : MANSION HOUSE 1543 
Cunard Building, Water St., Liverpool, 3 Tel : CENTRAL 3922 
BRANCH HOUSES at * Barcelona * Madrid * Tarragona 
* Castellon * Burriana * Valencia, *®Gandia *®Denia 
*Carthagena *® Almeria * Malaga, *%Seville and Bilbao 

® act as Lioyd’s Agents. 


rincipal ports 





FURNESS LINES 


FURNESS LINE 
London to Philadelphia and New York 
FURNESS WEST INDIES LINE 
New York to U.S. Virgin Islands, British & French 
West Indies, Venezuela and Trinidad. 


Newfoundland and Canada to U.S. Virgin Islands, 
British & French West Indies, Venezuela & Trinidad 
FURNESS RED CROSS LINE 


New York to Saint John, N.B.) Halifax, 
N.S./ St. John’s and Corner Brook, N-F. 


FURNESS-WARREN LINE 
Liverpool! to St. John’s, Newfoundland, Halifax, 
N.S., and Boston. 


FURNESS PACIFIC SERVICE 


Manchester to Los Angeles, San Francisco, Victoria 
and Vancouver, B.C., via Panama Canal. 


Loading Brokers Manchester Liners Ltd. Manchester 2. 


FURNESS BERMUDA LINE 


New York to Bermuda 


JOHNSTON WARREN LINE 


Antwerp, Hamburg and Liverpool to Piraeus, Volo, 
Thessaloniki, Izmir, Haydar Pasha, Istanbul, Black 
Sea, Roumanian and Danubian Ports. 


For further information apply :— 

FURNESS WITHY & CO., LTD., 
Furness House, Leadenhall Street, London, E.C.3. 
Also at LIVERPOOL, GLASGOW, LEITH, 

MIDDLESBRO’ AND NEWCASTLE. 


PRINCE LINE 


CANADA & U.S.A.— BRAZIL — RIVER PLATE — BRAZIL 
TRINIDAD — U.S.A. & CANADA 
U.S.A. — SOUTH & EAST AFRICA — U.S.A. 
U.S.A. — FAR EAST — E. CANADA — U.S.A, 
U.K. — MEDITERRANEAN — U.K 
ARGENTINA & URUGUAY — U.K 


For further information apply 


PRINCE LINE LTD. :: 56, Leadenhall St., E.C.3. 
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TO HELP BRITISH MERCHANT SEAMEN PLEASE HELP THE 


“ROYAL ALFRED” MERCHANT SEAMEN’S SOCIETY 


HM. The King nec ated by Royal Charter, dated May 3rd 
it has more than 2,200 regular beneficiaries, including many War Sufferers. 


it gives a home celciiine to British 


(Formerly: The Royal Alfred Aged Merchant Seamen's Institution 


Merchant Navy Officers and men, and * The work of the Royal Alfred is widespread over the United Kingdom, and is 


supports their widows and dependents. 


“ROYAL ALFRED’ MERCHANT SEAMEN'S SOCIETY 


dependent upon Voluntary Contributions. (Established 1865) 
-"), 76-85 IBEX HOUSE, MINORIES, LONDON, E.C.3 














WILLIAM MORIER & Co. Lt. 
COPLAND ROAD, GLASGOW, 5S.W.! 











PAINTING BRUSHES and 
GENERAL BRUSHWARE 


Specialising in Shipbuilders’ Requirements 








Tyne Gangway Co.Ltd., 


WALLSEND 


Patent Self-levelling Step 
Accommodation Ladders 
and Shore Gangways 


Tel.: No. 63657. 
Telegs.: ** Gangway - Wallsend. 








EAGLE AVIATION LTD. 


draws the attention 
of shipowners 


to their fleet of Avro York aircraft recentls 
increased to six in number. These aircraft 
are ideal for crew movements also for the 
transport of ships’ spares. 
Maximum economy - Muximum speed. 





Head Offic 
29 CLARGES STREET, LONDON, W.1. 


GROsve 6411 Cable: Speedlode Audley, London 





FOR SALE 








NEW BLANKETS 











NEW BLANKETS 














INDEX TO ADVERTISERS 
Furness Withy & Co 
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IN THIS ISSUE 
"ALS Orient L 


A3 Pacific Steam Navigation Co 
AIS Palm Line, Led 

Pickersgill, Wm., & Sons, Led 
A4 P. & O. and B. |. Compar 
Alo Port Line, Led 

Potter, J.D 

Preston, Port of Authority 

Prince Line, Ltd 


Ropner, Sir R.. & Co. (Management), Ltd 
Royal Alfred Merchant Seamen's 
Society 

Royal Mail Lines, Led 


Shaw Sav wih Seeaigy 
Stream-L ters, Led 


Tyne Gangway Co 
Union-Castle Mail Steamship 
United Baltic Corporatior 


United Towing Co., Led 


Weir, Andrew 
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: . each equipped with Donkin Steering Gear—steam, 
gory ae cae <~ ‘ “4 electric or hydraulic, hand or power controlled. In these 
ng in crowded waters - world-famed gears Master and Navigator have’ un- 
the . Beabla Shea shakable confidence, because of their precision action, quick 
Hydraulic the most economical responsiveness and redoubtable reliability Over 70 
ee years’ manufacturing experience guarantees their quality. 
and constant research keeps them abreast of every new 

requirement. 


- 


oe 


<IN« Sie leering ie 


FOR BIG SHIPS AND LITTLE Sates 
.. kl us tre 


eee 


-~ Pl 
a - 


a a => - 
DONKIN &CO.LTD. NEWCASTLE-ON-TYNE. 


TELEGR A STEERSM™ Se oe 








"he Larigest 3 Fastest Liners ite the World 


The great fleet of magnificent 
Cunard liners maintainan unrivalled 
service on the North Atlantic sea 
routes. Led by the two famous 
4 ** QUEENS" on the express route, 
epairs y N CUNARD iS these ships provide service, cuisine 
and comfort which is unsurpassed 


SAVE time ... therefore money. YOUR WAY afloat. This superlative service has 
Complete facilities for expert work...Naval TO ALL for over a century earned the ships 


; : , . of this famous fleet pride of place on 
ae iy Marine Engineers, experienced workmen, NORTH cheAtlantic, and hes madethem the 
ry-Dock. 


first. choice of the discerning 
Plan to have your ships repaired or maintenance AMERICA traveller. 


work done by— For full information apply Pier Head, Liverpoo!, 


¢ A NA D IAN 3. (Central 9201); 15 Lower Regent St., London, 


S»W.1. (Whitehall 7890); 88 Leadenhall St., 


London, £.C.3. (Avenue 30/0) or principal 
VICKER aoe 


LIMITED 


monte Cunard 


Cable Address: VICKERS, MONTREAL 
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